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Prepare Moderately 
for the Coal Strike 


RUE to expectations and true to its kind of think- 
ing, the coal miners’ union has ignored the counsel 
of its better leaders and recommended a nation-wide 
strike on April 1, if its terms of employment are not 
met. There is to be a referendum of the membership 
on the question, and while it may be too much to expect 
that the referendum vote will be against a strike, 
yet the demands for a six-hour day and a five-day 
week are so thoroughly out of line with the whole 
trend of the times that such a vote would be only 
common sense. These demands are certain to bring 
general public disapproval, and this must be obvious to 
the unions. One must then conclude that it is all done 
as the initial proffer in the old game of horse trading. 
Hence, while it is only the part of business prudence 
to increase the normal coal stock, there is no occasion 
now for electric railways to get “panicky” about placing 
coal orders. 
- Should the miners actually go on strike the editors 
of this paper will feel that there is a motive more 
impelling than that shown in the demands set forth. 
The reputation of the coal operators is such that one is 
inclined to inquire into the other side of the story. 
The fault may not all be with the miners. Conditions 
as regards both capital and labor have been very unsat- 
isfactory in this field for so long that a strike now would 
probably be followed by prompt government interven- 
tion. It is known that the Department of Commerce 
has been working in this field for some time, though so 
far without apparent success, endeavoring to bring a 
peaceful solution. 

The prospect thus seems to be this: A strike is not 
imminent now. If it actually takes place, it will not be 
of dangerously long duration, so far as part normal 
production is concerned. Meantime, there are large 
quantities of coal in storage. Finally, a strike may 
precipitate a very rigid government regulation of the 
industry. . 


“Safety Always” 

Means Just That : 

HE committee on safety work of the Transporta- 

tion & Traffic Association plans this year a some- 
what unusual program, the purpose being to attract 
greater interest in safety methods. It is somewhat 
strange that there should be any need in this direction. 
Unfortunately it is often most difficult to convince a 
man that he should do the obvious thing, provided it is 
something which he can put off until tomorrow, than 
to do something far less important if he has to do it 
immediately. This is true not only as regards individ- 
uals and companies but the public as a whole. They 
also need to be jarred into the necessity for safety work. 
Because of this, many companies have not done as much 
as they might in promoting safety. To overcome this 
inertia, the committee proposes to furnish the companies 
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with new ideas by which they can attract the attention 
of the public and secure its co-operation. The committee 
also proposes to bring out the best ideas in regard to 
safety programs. May success attend its efforts. 


The New York Valuation Discussion 
Has Now Begun 

T IS yet too early to comment on or criticise intel- 

ligently and in detail the valuation figures contained 
in the report to the New York Transit Commission by 
its Bureau of Valuation. It must be remembered that 
that is all these figures really are—a report to the com- 
mission by its own valuation foree. But since this 
report will presumably have greater weight than any 
other one thing in the commission’s final determination 
of value, it is worth while knowing exactly what these 
figures are and what they signify. 

The “net valuation” which Mr. Madden and Mr. Lin- 
dars recommend as the desirable and equitable figure 
is called “original cost less the expenditures necessary 
to place the property in first-class operating condition.” 
It should be pointed out that, according to Mr. Mad- 
den’s testimony, this figure is not based on “original 
cost” but on an appraised value, using prices and pos- 
sibly conditions so far as they could be ascertained, 
which were supposed to apply at the time the proper- 
ties were constructed. That is to say, underground 
conduit lines built in 1898 or elevated railway struc- 
tures built in 1880 were appraised at the figures for 
material and labor applying in those years, though the 
extent to which the conditions which surrounded or 
accompanied the construction of these systems received 
consideration is not apparent. It will be recalled that 
extensive underground structures had to be moved 
when the slot system was installed in the nineties; “air 
rights” had to be paid for by the elevated structures; 
other obstacles not now discoverable had to be taken 
care of as the exigencies of the times demanded. These 
all called for large expenditures, legitimately included 
in “original cost” but not possible to locate in an 
appraisal based only on June, 1921, inventories. 

This, however, is not the only basis Mr. Madden con- 
sidered. He has set up three “reproduction costs’: 
one on the basis of prices applying at the time different 
portions of the railway were built or rolling stock 
bought; one on the basis of 1910 to 1914 prices or the 
“pre-war” period, and one on the basis of 1921 prices. 
Of these three bases of valuation, namely, “original 
prices,” pre-war and present prices, Mr. Madden com- 
mends the first as the proper basis. But the public in 
general should not be misled by having an appraised 
value called “original cost.” 

It should not be inferred from the adoption of this 
method that actual original cost was discarded as unde- 
sirable—it was rejected because the original cost could 
not be ascertained—the records were gone. Therefore 
an effort was made to set up original cost by estimate. 
Mr. Madden testified that he compared his estimates 
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with the company cost records when these were avail- 
able, but at most these records merely “checked” his 
estimates. 

Two or three other things are apparent in the valua- 
tion report. The final figure, while much lower than 
the capitalization—even greatly lower than the total of 
securities in the hands of the public—is not very far 
from the present market value of these securities so 
far as that value may be roughly determined. It is 
also worth noting that the announcement of these valua- 
tions had little effect on the Wall Street market. Some 
financial writers claim this proves that the public had 
already appraised the properties and that this indicates 
the valuations to be not far afield. On the other hand, 
the figures of Mr. Madden based on a 1921 price basis— 
a-“present value” basis—less the expenditure to restore 
to first-class operating conditions, would make a value 
of approximately $700,000,000, as compared to the 
$465,000,000 recommended. Also there are many deci- 
sions against basing the final conclusion as to value 
upon original cost alone when present value is much 
higher, and it may be seriously questioned whether the 
$465,000,000 can be sustained as equitable, even if it 
were the original cost. 

It does seem that Mr. Madden has stayed on thor- 
oughly sound ground when he takes as his measure of 
depreciation that money which would have to be 
expended to place the properties in first-class operating 
condition. While showing what the straight line depre- 
ciation would be, he recommends the basis of judging 
depreciation solely on the basis of deterioration of 
service and not on any theoretical basis. Presumably 
if the properties were in first-class operating condition 
there would be no depreciation—which is sound eco- 
nomics. But even in counting this depreciation, the 
question arises as to whether the companies do not have 
an account against the city for that deterioration in 
service condition which has occurred since they first 
sought an adjustment in fare to allow them properly to 
maintain their properties. 

But all these points and many others will probably be 
brought out at the hearings which will commence on 
March 6. The figures are before the companies, the 
city, the public and the commission for their examina- 
tion and discussion. In what is certainly the greatest 
valuation in the electric railway industry, Mr. Madden 
and Mr. Lindars have produced a report for which they 
deserve sincere commendation. Figures for physical 
construction costs are so supported and accompanied by 
data and statistics that any one can easily learn how 
such figures were obtained and can agree or disagree in 
as great detail as he desires. Discussion will probably 
be more upon methods, upon the basis of choosing 
figures and facts, however, than upon detail. © 

In addition, it should be remembered that the com- 
mission is still to find and announce a valuation based 
on prospective earning capacity based on the franchise 
rates of fare. There is as yet no indication of what 
this figure will be. While Chairman McAneny has an- 
nounced that it probably will not modify things much, 
nevertheless when it is finally prepared and announced 
it may prove to be more of a factor than is now 
anticipated. _ 

Finally, it must be remembered that the decision of 
a commission in valuation procedure is, after all, a 
matter of judgment in which the general social good 
must be considered along with cold engineering, finan- 
cial, economic and legal facts. The Transit Commission, 


in its activities so far, seems actuated by a desire to — 
see that equity and justice are assured to all and that, — 
above everything, the public will finally obtain a satis- — 
If this — 


factory transportation service at a fair price. 
principle is followed throughout the proceedings, no 
more can be asked. As the law stands, the companies 
may accept or reject the figures which the commission 
allows. It is earnestly hoped, now the valuation dis- 


cussion has started, that all interested will lend a hand © 


to help decide fairly this most difficult of questions. 


Mischievous Comment 
Spread Before Employees 


S A USUAL thing leaders in union movements know f 


a great deal more about economics and economic 
conditions than they receive credit for knowing. It is for 
this reason principally that statements made in the 
Motorman and Conductor for February challenge atten- 
tion. A great deal of nonsense has of course been writ- 
ten about the poor widow and orphan as the holders of 
corporation securities, but the statement can hardly be 
allowed to go unchallenged which the Motorman and 
Conductor makes that “the stocks and bonds of security 
holders may become worthless without in the least in- 


conveniencing them in the way of gaining a necessary — 


livelihood.” In the loss of return on the investment of 
the security holder the paper mentioned sees only the 
loss of the security holder’s “speculative interest and not 
his life-sustaining interest.” 

The stockholder in a business is of course a partner 
in it. In becoming a partner he assumes all the risk 
that goes with ownership. Often the holder of stock 
in an enterprise was prompted to make his purchase by 
the hope of profit through enhancement of the value of 
his purchase. This is the worst, perhaps, that may be 
said for the stockholder. Estates, individuals and private 
corporations such as life insurance societies are, how- 
ever, the principal purchasers of bonds. They are 
prompted in making such purchases by other motives 
than gain. Their thought is first for the safety of their 
principal and second for the assurance of their income 
returns. They are creditors; they are money lenders. 
Many individuals are among the purchasers of such 
securities. They buy them against the inevitable rainy 
day. And the rainy day of such investor is the day 
when his earning power has vanished either through 
sickness or superannuation, and he is as a last resort 
thrown back for support upon the income from his 
accumulations. Such purchasers take for the cash they 
lend to the issuing corporation the promise of that cor- 
poration to pay back the principal at a fixed date and 
in the meantime to pay the interest on the loan. The 
loss of either principal or interest is no less harmful 
to them than would be the failure of some friend of 
Motorman Jones or Conductor Smith to pay back to 
him a loan of $500 or $1,000. Moreover, sight is also 
lost entirely by the Motorman and Conductor of the fact 
that anything that reacts unfavorably upon a corpora- 
tion necessarily reacts unfavorably upon its employees. 

All this is elementary to the point, undoubtedly, of 
becoming disheartening in its recital to most people. 
The statements in the Motorman and Conductor, how- 
ever, appear to make the reiteration of the facts neces- 
sary. Railway companies would do well to make the 
facts plain to their help so as to correct the erroneous 
ideas which are fostered by articles similar to the one 
from which the examples have just been quoted. 
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| _ What Do We Know 


About Steam Railroad. Electrification? 
O MANY claims as to the benefits to be derived from 
electrification are made by its proponents and so 
“many counter claims on behalf of the steam locomotive 
are put forward by those who seem to oppose the appli- 


_ cation of electric power on steam roads that some clear 


_ conclusions may be drawn. 
‘hampered until these data are formulated,- and much 


Be. 


thinking is needed if the transportation industry is not 
to be unduly confused by the discussion. This thinking 
needs to be done not only by those who make the claims 


pro and con, but also by those who at present sit by and 
listen, often with some amusement. 


The last named 
group comprises, in general, those who control the ex- 
penditure of funds for the railroads. 

In a matter so important and far reaching as this 


there will necessarily be much difference of expert 


opinion. But opinion alone will not prove the case, and 
it is fortunate that there exists a mass of data which 
need no agreement to make them valid and from which 
However, progress will be 


electrification work will be done under present condi- 
tions that could be done better if the experts would 
get their heads together by a union of minds rather than 
by locking horns. Meanwhile the best that can be done 
is to give all possible publicity to such facts as can be 


secured and to point out what seem to be the most 
promising lines of development. 


Much has been made of the relation of fuel conser- 
vation to electrification, and it is at this point, prob- 
ably, where the greatest difference of opinion lies. . And 
it is with this point that the public is most concerned, 


_ because the public wants the fuel reserve to last as long 


as possible. In a general way it ought to be possible 
to estimate the saving in coal which electrification 
would bring about. The present estimates differ so 
widely as to suggest that the estimators are reasoning 
from different premises. All agree that some fuel would 
be saved by electrification, but all do not concede that 
the saving will justify the cost in most cases. What is 
needed here is for the railroads that have had experience 
with electrified lines to furnish data which all will 
accept and then for the roads having comparable steam- 
operation conditions to supply data which will also be 
accepted as comparable. 

But even when the railroads have agreed as to the 
possible fuel savings resulting from electrification they 
cannot be expected to adopt this means of saving unless 
they see either a financial profit in the change or an 
assurance of more reliable operation. The public can, 
of course, bring pressure to bear upon them, but this 
would not be just or in the best interests of the public 
unless the economics of the problem were given due 
recognition. With the government in control of the 
railroads the situation would be different, but this 
would be an unfortunate remedy, one many times worse 
than the disease. Under present conditions it is diffi- 
cult to see just how a possible fuel saving is going to 
influence the railroads much, except where power, and 
especially water power, is extremely cheap and coal or 
oil suitable for use on locomotives correspondingly dear. 

But after all fuel conservation is not the principal 
virtue of electrification in this country, although it ap- 
pears to be so abroad. The principal virtue, in the 
opinion of the ELecTric RAILWAY JOURNAL, is placing 
at the disposal of the railroads a means of doing certain 
things which can be done by no other means. Fuel 
conservation is one of those big, broad questions upon 
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which it is difficult to focus attention except in emer- 
gency. But there are acute problems of great variety 
which have to be faced and solved from time to time 
and in the solution of which electrification promises 
assistance. 

To illustrate: Take first the case of a new line which 
must cross a range of mountains. The preferable route 
may be over the range at a high elevation. Here the 
possibility of regenerating power, a fascinating one to 
all railroaders, has the effect of virtually reducing the 
elevation and making a more direct crossing possible. 
Thus the Milwaukee climbs over the mountains which 
the Northern Pacific in part avoids by means of detours. 

Closely connected with the above is the matter of 
grade climbing. Where a road is confronted with a 
mountain barrier necessitating tunnels, it can by the 
use of electric power pierce the mountains at higher 
levels and thus reduce the necessary tunnel length. This 
fact has been utilized particularly abroad and is a con- 
sideration in the proposed “piercing of the Vosges.” 

Probably the most pressing problem met by roads 
with growing traffic in normal times is to take care of 
the traffic and provide for future growth with minimum 
cost. Here is where electrification offers most. The 
term “the neck of the bottle” has come to suggest that 
part of a railroad system where traffic is held back by 
track congestion. Electric power helps to get the traffic 
through the neck of the bottle. The Lackawanna will 
soon illustrate this on its main line near Scranton, and 
the Norfolk & Western has been illustrating it for sev- 
eral years. The Pennsylvania, also, must have electric 
help in crossing the Alleghenies in the state of Penn- 
sylvania and is experimenting with the most powerful 
locomotive in the world for this purpose. This railroad 
was confronted at the Philadelphia terminal, some years 
ago, with an alternative of getting more tracks over the 
Schuylkill River into Broad Street Station, or getting 
more service out of existing tracks. The obvious plan 
was to electrify, and this was done with eminently 
satisfactory results. 

Still another thing that is possible through electrifi- 
cation and not otherwise is the bringing of railroads 
into the congested sections of large cities. The example 
for this was set by the Orleans Railway in France in 
1900, when the tracks leading to its Quai d’Orsay sta- 
tion in Paris were electrified, and this success led the 
Pennsylvania to adopt the same plan for New York 
City, with results of world-wide fame. 

The same principle applies in all tunnel and subway 
operation. Very early in the development of heavy 
electric traction numerous tunnel propositions were put 
through. They attracted passing notice and played their 
parts in the progress of the art but were soon forgotten 
except by the experts. Thus in 1894 the Baltimore & 
Ohio tunnel in Baltimore was equipped, and a few years 
later the Sarnia tunnel of the Grand Trunk, the Cascade 
tunnel of the Great Northern, the Detroit River tunnel 
of the Michigan Central, the Hoosac tunnel of the Bos- 
ton & Maine and the Park Avenue tunnel of the New 
York Central in New York City. Each of these taught 
the railroad industry a lesson, the cumulative effect of 
which is now seen. 

A splendid presentation of the great body of informa- 
tion on electrification now available will be made at the 
great International Railway Congress to be held in Rome 
within a few weeks. The papers to be read should be 
studied carefully by all who have the future of trans- 
portation in this country at heart. 
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Details of Electrical Equipment of Passeng er Locomotives for Chilean State Railways 


Vol. 59, No. 8 


Nos. 
raised, air-lowered and mechanically latched 


1 and 4—Pantographs are spring- 


in lowered position. Double shoes are 

flexibly mounted and equipped with hard- 

drawn copper renewable wearing strips. 
Nos. 2 and 3—Type of flexible gear with 

which locomotives will be equipped. 

_No, 5—Type-HL control establishes main 

circuit connections by use of individual 


unit switches operated by compressed air. 

Nos. 6 and 7—Motors of 375-hp. capacity 
for express passenger locomotives will be 
similar in appearance to this one. 

Nos. 8 and 9—Cam-operated switches will 
be operated by compressed air controlled by 
electro-magnetic valves. 

No. 10—Master controller for express pas- 
senger locomotives has total of fifty-one 


notches available in three combinations. 
There are four levers, namely, reverse, 
regenerative, motor combination and speed. 

Nos. 11 and 12—(11) Armature of motor- 
generator sets for express passenger loco- 
motive. Sets are duplicates of those fur- 
nished the Chicago, Milwaukee & St. Paul 
Railway and the Paulista Railway of Brazil, 
(12) Motor-generator set complete. 


———— 
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Passenger Locomotives for Chilean State Railways 


Utilization of Experience with St. Paul and Paulista Locomotives and Interchangeability of Parts Were 
} Features in Design of Passenger Locomotives for Chilean State Railways Electrification 
—Six Express-Type and Eleven Local-Type Locomotives Now Being Built 


RAILWAY STATION AT MAPpocHo, SHOWING TYPE OF LOCOMOTIVE TO BE REPLACED. BY ELECTRIC LOCOMOTIVE 


Santiago-Valparaiso-Los Andes section of the 

Chilean State Railways are most exacting in point 
of service to the traveling public. The necessity of 
maintaining unusually high-class service in this zone 
is due to the character of the passenger traffic being 
handled, not only between Santiago and Valparaiso but 
also in the local service from Valparaiso southward. In 
addition to being the largest cities of the nation, San- 
tiago is the capital and Valparaiso the largest seaport, 
and therefore naturally a line connecting these two 
cities is required to provide first-class service. The 
schedules are rigidly maintained in both local and 
_ through service. 

The general features of this electrification were cov- 
ered in the issues of this paper for Dec. 3, 1921, page 
991, and Jan. 28, 1922, page 151. The present article 
covers the passenger locomotives, but before they are 
taken up in detail some of the operating conditions 
which they must meet will be given. 

Many of the Chilean railway executives have had 
training in the United States and as a result the present 
steam locomotives are maintained in line with the best 
standards in force in America today. In the past a 
number of the steam locomotives have been constructed 
in the Baron Shops at Valparaiso, while recently a num- 
ber of engines have been reconstructed at these shops 
for passenger service. 

Chile has in the past purchased most of her passen- 
ger cars in the United States, particularly those for the 
first-class service and for a large part of the second 
class service. The passenger cars are of United States 


r NX HE passenger transportation requirements of the 


standard design and compare with our medium-weight 
and light-weight cars. They are equipped with West- 
inghouse air-brake equipment and standard M. C. B. 
couplers. Each first-class car carries a 32-volt car-light- 
ing outfit consisting of a generator belt-driven from the 
axle, a battery and a control panel. 

The mild temperature conditions prevailing in this 
section of Chile make the use of steam-heating equip- 
ment for the cars unnecessary. This results in reduced 
weight and cost of the locomotives over what would 
otherwise have been necessary and in lower operation 
and maintenance costs as well. 

Chair cars are carried by all express trains between 
Santiago and Valparaiso. Sleeping cars are not oper- 
ated in this zone at present as the schedules are so ar- 
ranged as to make this service unnecessary. 

The through service between Santiago and Valparaiso 
is performed by fast express trains and omnibus, or 
way-passenger trains drawn by Baldwin and North 
British locomotives assisted by Borsig helpers on the 
maximum grade sections. 

The express passenger trains normally carry six to 
ten cars in either direction or a trailing load of 200 to 
300 short tons. Occasionally, these trains are made up 
of as many as sixteen cars for excursions, or by com- 
bining the regular trains with the trains for the accom- 
modation of the Transandine traffic. The express pas- 
senger trains are made up for the accommodation of 
the first and second class service. They are the fastest 
trains, making only a few stops in the 116-mile run. 

The omnibus trains make all stops between Valparaiso 
and Santiago. These trains are made up for the first, 
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second and third class service and are the most heavily 
loaded trains. They usually carry from eight to ten, 
and frequently twelve cars per train. Helper engines 


are used on the heavy grade section between Llai Llai 
and La Cumbre, and occasionally on other sections of 
the line. 

The transition from steam to electric motive power 
definitely eliminates all helper locomotives in connection 
with the passenger service, with the exception of trains 
of unusual weight. 


The heavy grades in the first zone 
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made it desirable to include the regenerative electric 
braking type of control on the passenger locomotives 
for the through service. 

The local service in the first zone is between Puerto 
Station, Valparaiso, and intermediate points to Llai Llai, 
the latter point being 58 miles from Puerto. The most 
’ frequent service is between Puerto and El Salto, a run 
of 8 miles. Other trains run to Quilpue, Limache, Quil- 
lota, Calera and Llai Llai. <A total of thirteen local 
trains will depart daily from Puerto under the electrifi- 
cation program and fifteen trains will arrive at this 
station. A number of the trains carry ten to twelve 
cars as far as Vina del Mar on the southbound run, 
dropping several at this point to be picked up on the 
return trip. 


LOCOMOTIVES WILL HAVE REGENERATIVE 
BRAKING EQUIPMENT 


The six Baldwin-Westinghouse electric locomotives 
which are being built for the express passenger service 
will be capable of hauling the 300-ton trailing load in 
either direction between Valparaiso and Santiago in less 
than the present schedule time with steam service. The 
present steam train makes a through run in three hours 
and forty minutes from Santiago to Valparaiso, while 
it is proposed to make the run with the electric locomo- 
tives in three hours and fifteen minutes in this direc- 
tion or a reduction in running time of twenty-five min- 
utes. In the opposite direction the steam service 
requires three hours and forty-five minutes, while the 
electric service will require three hours and twenty 
minutes or a similar reduction in running time. The 
electric locomotives are capable of making this run 
without the aid of helpers, whereas the steam locomo- 
tives require helpers on the maximum grade. 

A photograph drawing of the express passenger loco- 
motive as it will appear when completed is shown on 
page 313. An elevation drawing appears on page 312. 
These locomotives will have a rating of 2,250 hp. at a 


speed of 37 m.p.h. and a tractive effort of 23,400 lb. 
The locomotives will weigh 127 short tons, of which 105 
short tons will be on the drivers. The wheel arrangement 
will be 2-6-0 ++ 0-6-2 consisting of two main trucks, each 
of which has three driving axles and a two-wheel guid- 
ing truck. The cab will be of the single-box type and 
the motors will be geared direct to the driving axles. 

The control equipment is designed for operation of 
the locomotive from either end, and for regenerative 
electric braking. 

The speed of the express train on level tangent track 
will be 60 to 62 m.p.h. with 300 tons trailing. The 
present steam’ engines are capable of making approxi- 


TABLE I—EXPRESS PASSENGER LOCOMOTIVE RATINGS 


Tractive 
Effort Speed 
(Pounds) (M.p.h.) Ventilation 
For one hour 75° C. rise with full field.... . 28,080 30.2 Natural 
with short field... . 23,400 37.0 Natural 
Continuous 65° C, rise with full field..... 20,700 33.8 Forced 
with short field... . 16,080 43.5 Foreed 


mately 54 to 56 m.p.h., depending upon the weight of 
train. On the Tabon grade, which is 2.25 per cent, the 
average running speed with the electric locomotive will 
be 33.5 m.p.h. with a full tonnage train, while with the 
present steam locomotive the speed on this grade varies 
between 15 and 20 m.p.h., depending upon the trailing 
load. The time saving mentioned above for the express 
passenger locomotive is accomplished not only by higher 
running speed but by eliminating the delay in taking 
water, now necessary with the steam service. 

The greatest saving in running time can be made 
with the omnibus trains. At the present time these 
trains make the through run from Valparaiso to Santi- 
ago in five hours and ten minutes, whereas with the 
electric service it is proposed to make the run in four 
hours and ten minutes, or a reduction in running time 
of one hour. The reduction in running time in the op- 
posite direction will be approximately fifty minutes. 

With 3,000 volts on the line the express passenger 
ratings will be as in Table I. 
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ELEVATION DRAWING oF LOCAL PASSENGER LOCOMOTIVES 


The maximum tractive effort based on 25 per cent 
adhesion will be 52,500 lb. The maximum speed will be 
62.6 m.p.h. The general dimensions and weights of the 
locomotive are shown in Table II. 

The exceptionally low weight per driving axle, as 
shown in Table II, is considered to secure material ad- 
vantage over the present steam locomotives as to track 
stresses. 

One of the important mechanical features of these 
locomotives is that they will be equipped with M. C. B. 
couplers and with Continental spring buffers. These 
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' cast-steel and rolled-steel cross members. 
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couplers will be provided with attachments for chain 
couplers adaptable for use with the Continental-type 
drawhooks as now used on the Chilean Railways freight 
cars. Eventually, however, all drawbar equipment on 
this system will be changed over to the M. C. B. 
standard. 

The two trucks, each having three driving axles and 
one idler axle, will be connected at the inner ends by a 
drawbar held in tension by spring buffers. The frames 
will be of cast steel, bar type, located outside of the 
wheels, connected by cast steel bumpers and crogs ties, 
and carried on semi-elliptic springs over the journal 
‘driving boxes. The wheels will be of the spoke type 
and of cast steel with rolled steel tires. 

The cab underframe will be of rolled steel shapes 
running the full length of the cab and connected by 
The cab will 
be 38 ft. long, of the box type, arranged with an operat- 
ing compartment in each end and an equipment com- 
partment in the center for the control equipment, 
blowers, motor-generator set and air compressors. 

The Westinghouse type 14-EL air brake equipment 
will be installed on all locomotives purchased on this 
contract. Straight air is available for handling the 
locomotives alone and the automatic feature for both 
locomotive and train. An advantage of this type is the 
possibility of application of locomotive brakes either 


_ independent of or in conjunction with the train brakes. 


ELECTRICAL EQUIPMENT OF THE SIX LOCOMOTIVES 


The express passenger locomotives will be equipped 
with six Westinghouse 375-hp. driving motors, with 
field control geared directly to the axles with Nuttall 
flexible spur gears. These motors are designed for 
operation two in series on 3,000 volts. This motor has 
a one-hour rating of 375 hp. at 210 amp. and 1,500 volts 
on short field. 

The motors will be grouped in three speed combina- 
tions. On the lower-speeds all six motors will be con- 
nected in series, giving one-third speed. For medium 
speeds, three motors will be connected in series with 
the two groups in parallel across the line, giving two- 
thirds speed. For full speed three groups, each with 
two motors in series, will operate at full line potential. 
There will be six running positions and the change from 
one motor combination to another will be made by the 
shunting method of transition which takes place with 


TABLE II—DIMENSIONS AND WEIGHTS OF EXPRESS PASSENGER 
LOCOMOTIVES 


(CECA Ore). 42} igo San Reese ae 2-6-0 + 0-6-2 
Length over buffers............ RE Bead. Cane ee 57 ft. 4in. 
Length over cab.............. 38 ft. Oin 
Total wheelbase............ 8 ft. 4in 
Rigid wheelbase........... 14 ft. 5 in 
Diameter of driving wheel 42in. 
IiimaaueripE PUIGINe WHORL. ies flocs os Seale ce eet een eee 30in. 
Weight of complete locomotive....... 253,600 Ib 
Weight of mechanical parts........... 160,000 Ib. 
Weight of electrical parts............... 93,600 lb. 
UE Ag ip Tn a 35,000 lb. 
LEA otter VES PLP CS 21,800 lb. 


only a partial loss of tractive effort. This method also 
allows all motor fields to be connected next to ground, 
thus reducing their voltage stresses. At loads corre- 
sponding to the continuous ratings of the motor the run- 
ning speeds for the several combinations are as follows: 
No. 1 with full field, 10 m.p.h.; No. 1 with short field, 
13.4 m.p.h.; No. 2 with full field, 22 m.p.h.; No. 2 with 
short field, 28.2 m.p.h.; No. 3 with full field, 33.9 m-p.h.; 
No. 3 with short field, 43.5 m.p.h. 

With any one set of motors cut out, 50 per cent of the 
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locomotive capacity will be available for starting and 
66 per cent for running. When the circuit to the main 
motor is opened, either through manipulation of the 
master controller or by operation of the overload relay, 
all of the main resistance will be inserted in the circuit 
before the final break of the line switches, thus very 
materially reducing the current to be interrupted and 


CSoNTROL POSITION IN LOCOMOTIVE CAB, SHOWING MASTER 
CONTROLLER INSTALLED 


minimizing the consequent arcing at the contacts. This 
method of rupturing high voltage circuits has proved 
to be efficient and reliable and obviates the necessity for 
high-speed circuit breakers on the locometives. 

The main motor armatures will be connected in the 
same combinations when regenerating as when 
motoring, the excitation for the motor fields during 
regeneration being supplied by a constant-voltage mo- 
tor-generator set. 

Equal distribution of the load between the motors is 
assured in this system of control because the same 
voltage is impressed on all fields, tending to give equal 
generated voltages. The stabilizing resistance is com- 
mon to the main generated current and the exciting 
current and any tendency of one set of armatures to 
take a larger share of the current reduces the field cur- 
rent of that set and brings about the proper division of 
load. The stabilizing grids tend to equalize the resist- 
ance of the field circuits, which, with equal voltage, 
gives equal generated voltage. The range of speed in 
regenerative braking will be from 124 to 50 m.p.h. 

This method of regeneration permits utilizing to the 
fullest extent the entire weight on drivers. Heavier 
trains can be held on descending grades than would 
otherwise be possible and a much greater range of re- 
generative speeds is available to the operator. 

There will be two master controllers. One in each 
end of the cab, and the same master controller will be 
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used for both motoring and regulating. This controller 
has four levers as follows: A reverse lever with forward 
and reverse position; a regenerative lever for adjusting 
regeneration; a motor combination lever having first, 
second and third positions, and a speed lever with six- 
teen resistance notches, one full field notch and one short 
field notch. 

A total of fifty-one notches is available in the three 
combinations, so that the variation in tractive effort 
between notches is very small, thereby facilitating con- 
trol. All levers of the master controller are interlocked. 

Westinghouse type-HLF control establishes the main 
circuit connections by the use of individual unit switches 


ELECTRIC RAILWAY JOURNAL 


connects it to ground. The current collectors are spring- 
raised, air-lowered and mechanically locked in the low- 
ered position and controlled throughout by compressed 
air. The double shoes are flexibly mounted and equipped 
with hard-drawn copper wearing strips, which can easily 
be replaced when necessary. 

Two motor-driven blowers will furnish ventilating air 
for the main motors. 

The meter equipment of these locomotives will include 
the following on each end: An ammeter indicating 
motoring or regenerating current per armature; an am- 
meter indicating field current motoring or regenerating 
per motor field; a voltmeter indicating line voltage; a 

duplex air gage indicating main and equaliz- 


ing reservoir pressures, and a duplex air gage 
indicating locomotive cylinder and brake-pipe 
pressure. 


ELEVEN ELECTRIC LOCOMOTIVES FOR LOCAL 
PASSENGER SERVICE 


In their general appearance the eleven Bald- 


win-Westinghouse locomotives which will be 
furnished for local passenger service are some- 


OUTLINE ELEVATION DRAWING OF EXPRESS PASSENGER LOCOMOTIVE 
FOR CHILEAN STATE RAILWAYS 


operated by compressed air. The admission of air to 
and release from the switches is governed by electro- 
magnetic valves. Each switch will be a complete unit in 
itself and may be independently removed without dis- 
turbing adjacent switches. 

For these locomotives it has been possible to con- 
struct a 3,000-volt unit switch of the same general design 
as that for standard low-voltage apparatus, using many 
stock details, but having ample insulation distances, and 
an improved form of magnetic blowout and arc box con- 
struction. Particular attention has been given to the 
use of uniform parts throughout all locomotives and to 
convenience for inspection. 

Cam-operated switches will be used for certain com- 
bination switching and these will be operated by com- 
pressed air controlled by electro-magnetic valves. A 
number of switches will be mounted in a common frame 
within which are cams mounted on a single shaft. The 
shaft is connected through a rack-and-pinion to a double- 
end air engine. The proper application of air to the 
engine through electro-magnetic valves causes the cam 
shaft to be rotated, closing or opening the switches in 
proper sequence. 

Each cam switch will be a complete unit in itself 
which can be removed from the group without disturb- 
ing the other switches. A switch is closed by the 
pressure of a cam on a hardened roller and opened by 
the action of a spring. 

Motor-generator sets will supply low-voltage current 
for the control equipment, blowers and compressors. 
This is a two-bearing-type machine with a common 
frame for both motor and generator. The motor is a 
bipolar double-commutator machine and will operate 
direct from the 3,000-volt trolley. The normal rating 
of the set is 35 kw. at 95 volts, with 3,000 volts at the 
motor terminals. 

A trolley disconnecting switch in: one position con- 
nects the trolley to the main switch, and in the other 
position, with the pantograph down, locks it down and 


what similar to the express passenger locomo- 
tives. An elevation drawing is shown opposite. 
These locomotives will be capable of haul- 
ing a trailing load of 350 tons from Puerto 
to Vina del Mar and 260 tons from Vina del 
Mar to Llai Llai and return. Many of the 
local trains have ten and twelve cars on leaving Puerto, 
or a trailing weight of 275 to 350 tons. The margin 
in locomotive capacity over that required to haul 220 
tons trailing, specified by the railroad, is very desirable 
and has been provided to meet the more severe service 
conditions which have developed. This locomotive will 
be capable of hauling a 300-ton trailing load from Las 
Vegas to Los Andes and return. 

The local passenger locomotives will have a rating of 
1,500 hp., corresponding to a tractive effort of 15,600 Ib. 
at a speed of 37 m.p.h. The maximum tractive effort 
under starting conditions will be 40,000 lb. and the loco- 
motive will be capable of operating at a maximum speed 
of 56 m.p.h. This locomotive will weigh 80 tons and 
the wheel arrangement will be 0-4-0 -+ 0-4-0, each truck 
having two driving axles. The cab will be of the single- 


TABLE III—LOCAL PASSENGER LOCOMOTIVE RATINGS 


Tractive 
Effo! Speed 
(Pounds) a .p-h.) Baroni 
For one hour 75° C. rise with full field...... 18,720 30.2 Natural 
short field. . 15,600 37.0 Natural 
Continuous 65° C. rise with full field...... 13,800 33.8 Forced 
short field... . 10,720 43.5 Fo 


box type and the motors will be geared direct to the 
driving axles. 

The control equipment is designed for operation of 
the locomotive from either end. The grade conditions 
prevailing on the section of the line over which these 
locomotives will operate are not sufficiently severe to 
justify the use of regenerative electric braking, as the 
energy returned to the line would be small and the 
safety feature is not important. 

On level, tangent track the local passenger locomo- 
tives will have a free running speed of 56 m.p.h. when 
hauling a 220-ton trailing load. On the section of line 
between San Pedro and Llai Llai the average running 
speed will be 45.3 m.p.h., southbound. The time thus 
saved will reduce the running time of the local trains 


Vol. 59, No. 8 _ 


f 


February 25, 1922 


ELECTRIC RAILWAY JOURNAL 


313 


between Puerto and El Salto by seven minutes north- 
bound and three minutes southbound and between 
Puerto and Llai Llai by twenty-five minutes northbound 
and twenty-three minutes southbound. 

With 3,000 volts on the line the locomotive ratings 
are as in Table III. 

The maximum tractive effort based on 25 per cent 
adhesion will be 40,000 Ib. and the maximum speed 
56 m.p.h. The general dimensions and weights of the 
locomotive are shown in Table IV. 


- TABLE IV—DIMENSIONS AND WEIGHTS OF LOCAL PASSENGER 


LOCOMOTIVES 


ER ete rbleiiic 3! Bytes LS Se po a ne es 0-4-0 + 0-4-0 
lone hin OVeOImere ame yoy Gy hci oo sicls vie Mors cole pies eyeagd « 40 ft. 93 in. 
PEORIA TOMEDIOHO ME ainetsNe cha che cil Was do gay tale kie wate 31 ft. 0 in. 
PLE EWIEOIDDSOs ieee Cm ene ei k cys. prune ssp e yd wwe dae ' 28 ft. 0 in 
PA PACUMWIACRUDRO eee a ik dieu @Gciesi er cee anne bee 9ft.0 in 
Misgmietar Oljariving Wheel. ie Pils is ke elec ne eek es 42 in. 
| Weight of complete locomotive...................:..-.-. 160,000 lb. 

Weight onmechanicalspanteni sinc ccc any dee Cate end 96,000 lb. 
Weight of electrical equipment.........................05. 64,000 lb. 
qifoldrigeety oc aveg ters GO.d (pied pl Nh Ris ea nr eee 40,000 lb. 


The two trucks, each having two driving axles, will 
be connected at the inner ends by an articulated coup- 
ling in the form of a Mallet hinge. The frames and 
wheels will be of the same type and construction as on 
the express passenger locomotives. The cab will be 
31 ft. long and in all other respects similar to the 
express passenger locomotive cab. The couplers and 


brake equipment will also be the same. 


ELECTRICAL EQUIPMENT OF THE ‘“‘LOCALS” 


The local passenger locomotives will be equipped with 
four Westinghouse 375-hp. driving motors, duplicates 
of those used on the express passenger locomotives and 
geared directly to the axle with Nuttall flexible spur 
gears. These motors, like those on the express pas- 
senger locomotives, are designed for operation two in 
series on 3,000 volts and have an hour rating of 375 hp. 
at 210 amp. and 1,500 volts on short field. 

The ccntrol of these locomotives is arranged to obtain 
two separate combinations by connecting the motors in 


series and in parallel and additional speed variations 
are obtained by varying the fields of the motors. At 
loads corresponding to the continuous ratings of the 
motors the running speeds for the several combinations 
will be as follows: No. 1 with full field, 16.2 m.p.h.; 
No. 1 with short field, 21.1 m.p.h.; No. 2 with full field, 
33.9 m.p.h.; No. 2 with short field, 43.5 m.p.h. 

The changes from one motor combination to another 
will be made by the shunting method of transition as 
in the case of the control on the express passenger loco- 
motives. There will be two master controllers, one in 
each end of the cab, each controller having two levers, 
namely, speed lever and reverse lever. Inasmuch as the 
local passenger locomotives are not arranged for re- 
generative control, the master controllers differ in that 
all speed variations are secured by the continuous move- 
ment of a single handle. A total of twenty-three 
notches is available in the two combinations so that the 
variation in tractive effort between notches is very 
small, thereby producing minimum stresses on the draw- 
bar equipment. Both levers of the master controller will 
be thoroughly interlocked. 

The high-voltage-switch and cam-switch units will be 
duplicates of those already described for the express 
locomotives. 

The motor-generator set will be a double-armature 
machine, each armature consisting of a motor and a 
generator. The motors will be connected in series and 
will operate from 3,000 volts. The generators will be 
connected in parallel and will divide the load equally. 
The normal rating of the set will be 22.5 kw. at 95 volts 
with 3,000 volts at the motor terminals. This will sup- 
ply current for the blower and compressor motor and 
for the control circuits. 

The trolley disconnecting switch and the current col- 
lectors will be the same as those used on the express 
passenger locomotives and already described. 

One motor-driven blower will furnish ventilating air 
for the main motors. 

The meter equipment will be similar to that on the 
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express passenger locomotives, without the ammeter in- 
dicating field current. 

The following parts are interchangeable between 
express passenger and local passenger locomotives: Air- 
brake equipment, blowers, buffers, cab doors, windows 
and hardware, cam-operated switches, couplers, current 
collectors, draft gear, driving axles, driving boxes, driv- 
ing brasses, driving tires, driving wheels, high-voltage 
switches, lightning arresters, low-voltage switches, mis- 
cellaneous control parts, motors, motor suspension, 
wearing gibs and shoes, wheel hub liners. This inter- 
changeability of parts between locomotives will permit 
carrying small stocks of renewal parts, will facilitate 
maintenance of locomotives and keep down maintenance 
costs. 


Electrification a Question of 
Financial Soundness 


Economic Efficiency Determines the Practicability of Elec- 
trification and Choice of System—Figures Are 
Given for Steam and Electric Work- 
ing on Several English Railways 


HE sole criterion of the practicability of electrifica- 

tion is its financial soundness, was the point made 
by Sir Philip Dawson in an address recently delivered 
before a section of the Institution of Electrical Engi- 
neers of London, according to an abstract of his paper 
in the Electrical Times. The selection of a suitable 
system should be made from the broadest standpoint, 
due regard being paid to the conditions of service. 
For example, although a low-tension direct-current 
system requires many more substations than does an 
alternating-current system, Sir Philip said that this 
extra. expenditure is justifiable where the trafic is of 
sufficient volume to keep each substation operating at 
a good load factor. At the request of the English 
Ministry of Transport some interesting data dealing 
with relative costs and weights were collected by careful 
investigation of actual working over a considerable 
period. 

In his address Sir Philip presented comparisons on 
the subject of alternating current versus direct current, 
the former figures being provided by the London, 
Brighton & South Coast Railway, while the latter are 
taken from a collection of figures from the various 
direct-current systems in operation in England. The 
service on the London, Brighton & South Coast Railway 
is not as frequent as that of the London tube railways, 
but the direct-current figures include railways such as 
the Manchester-Bury and the L. & N. W., the services 
of which are of the same nature as that of the Brighton 
Railway. 

The cost of installing a low-tension direct-current 
system today, including cables, substations, bonding, 
signaling, etc., is about £10,000 per mile of single track. 
In the extension of the Brighton Railway (alternating 
current) the corresponding outlay is only about £6,000. 
The cost of operating per car-mile for direct current 
varies from 4.5d. to 11.2d., the alternating current cost 
being 9.7d., with the same price assumed per high- 
tension unit. The same figures for operating costs per 
ton-mile are from 0.14d. to 0.297d. and 0.224d. respec- 
tively. These figures show that alternating current 
strikes the happy medium in operating cost, while the 
initial cost is substantially lower. 

It is often stated that alternating-current. equipment 
is much heavier than direct-current machinery develop- 
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ing the same power. The following figures show that 


this is not the case: 


hen 2 of Electrical 


uipment No. of Cars 
Per Cent of Total per Train 
Railway Weight (Average) 
Liverpool & Southport.......0.0..0005005 rs 20 4.24 
Manchester-Bury,.. 2.0.5 toler. nee ee eon 27.3 3.91 
L.& N.W 18 5,2 
L.&S8.W.. 19 4.5 
Metropolitan 23 4.6 
District i733 4.87 
Bo &S 21 i348 


The London, Brighton & South Coast Railway has 
prepared from its records a comparison of the cost of 
working a system under steam and electric power. The 
figures are taken from experience, and are all agreed 
to by each department. aS 

The cost of running, inclusive of maintenance of roll- 
ing stock, staffing, etc., per train-mile is as follows: 


Steam Electric 
d d. 


Local passengers: vga hie Siig ss PAS tS oa Ete. awl ee 50. 7.58 

Hocal goodsy ccc versie weer cs Were ace at eis Sek Erte 108.083 64.084 
Through passerveriinc 3.0. Dae | the ced teks tan Deere 41.769 26.741 
Through Boodsy zon Volaeee os ce cers ch ua ene ed tra ae ee 66.054 52.028 


In the above comparison the average coaches per 
train were 6.6 in the case of steam and 4.4 for electric 
trains. This does not invalidate the comparison, how- 
ever, since it is not economical to run steam trains with 
less than six or seven coaches, whereas the fewer 
coaches making up an electric train the cheaper it is to 
run. 

Perhaps the chief advantage .of.electric traction is. - 
the greater traffic capacity of the line. This is fully 
demonstrated by the following figures. The average 
suburban train speeds are 9.31 m.p.h. for steam and 
21.8 in the case of electric trains. The seating capac- 
ities being 462 and 308. respectively, the seat-miles- 
per-hour figures are 4,300 and 6,714, thus showing a 
considerably greater carrying capacity with electric 
trains. ; 

Again, an electric locomotive is advantageous from 
the maintenance point of view. A steam locomotive 
is in service for sixteen hours per day only and requires 
docking at frequent intervals. In practice the net hours 
per annum in service are found to be 4,800 out of 8,760 
for a steam locomotive, whereas the figure for electric 
locomotives is 7,700. 

The electric shunting locomotive also effects consid- 
erable economy, since the time the locomotive requires 
power is only about 28 per cent of the total. Moreover, 
the electric locomotive can attain an average speed of 
5 m.p.-h., as against 2.7°for a steam locomotive. 

Confirmation of these results is afforded by those ob- 
tained on the St. Gothard line, showing the effect of 

F 
electrification in speeding up the service. The maximum 
gradient to be surmounted is 2.5 per cent. The times 
taken for the journey are as follows: 


Southward Journey Northward Journey 


Steam, Electric, Steam, Electric. 
Minutes Minutes Minutes Minutes. 
Through passenger.............. 55 34 80 50 
Stopping passenger.............. 70 45 122 76 
Dhroughireighe: aes ane 90 50 130 80 


It will be seen from these data that, for the class 
of service considered, electrification has very material 
advantages, and that, apart from the increase in car- 
rying capacity of the line, the running cost, if the 
scheme is properly organized, is considerably lower than. 
with steam working. 
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{ TROLLEY CAR WITH Two CONTAINERS AND TRAILER WITH ONE CONTAINER ARRIVING AT ANDERSON’S FERRY FREIGHT STATION, 
WHERE CONTAINERS WILL Be TAKEN BY MoTOR TRUCK TO CINCINMATI 


Containers Carry Freight in Cincinnati 


An Interurban Electric Railway Without Tracks Downtown Gives Through Freight Service 
by Containers Which Are Carried on Motor Trucks Within the City and 
on Electric Cars for the Interurban Run 


HE latest company in Cincinnati to establish a 

freight container system is the Cincinnati, Law- 

renceburg & Aurora Street Railroad. The equip- 
ment includes a small, inexpensive off-track freight 
station downtown in Cincinnati, an automobile transfer 
system between this station and the company’s track ter- 
minus some distance from the center of the city, and a 
set of containers and motor trucks. The motor truck 
equipment and service is furnished by the Cincinnati 
Motor Terminals Company, utilizing the same system 
employed by that company in the interchange of less- 
than-carload freight between the twenty-eight main sta- 
tions and sub-stations of all the railroads entering Cin- 
cinnati. Until the introduction of this system, the Cin- 
cinnati, Lawrenceburg & Aurora had handled no freight, 
being handicapped by the fact that it is of standard gage 
and its lines terminate at an outlying point known as 
Anderson’s Ferry, where passengers transfer to the 
broad-gage lines of the Cincinnati Street Railway to 
reach the center of the city. However, the plan is being 
considered to extend the company’s tracks to the new 
Dixie Passenger Terminal at Fourth and Walnut 
Streets, Cincinnati. Some particulars of this freight 
container system were published in the issue of this 
paper for Nov. 26, 4921, but gegen information now 
available will be given. 

The off-track downtown freight station is at Third 
and Baymiller Streets, in the central originating zone 
of Cincinnati. This freight station is equipped with 
a simple superstructure, carrying an electric hoist for 
handling the demountable containers. Here freight is 
received from and delivered to shippers. It is conveyed 
between this station and the Anderson’s Ferry rail 
transfer station in containers carried by truck. At the 
transfer station the containers are mechanically inter- 
changed between the motor truck and an electric flat 
car by an electric hoist also carried on a superstructure. 
The electric flat car has a capacity for carrying two 


So 


containers, each of 5 tons capacity, and hauls a trailer 
carrying one container. 

From Anderson’s Ferry, as shown in the accompany- 
ing map, sixteen rail destinations are reached in a ter- 
ritory previously served largely by long-distance motor 
trucking and by steam-line l.c.l.° and partial river 
transportation. With the new service, freight received 
at the Cincinnati downtown station at noon is delivered 


KENTUCKY 


“Anderson's Ferry 


Mar or CINCINNATI, LAWRENCEBURG & AURORA STREET RAILWAY 


at the end of the line, 30 miles distant, at 3 p.m. at 
rates to shippers identical with interstate steam-line 
freight rates and, of course, in much shorter time. 
Freight received from shippers’ trucks and drays at 
the off-track downtown station platform is run into 
containers by hand truck through end doors and is 
stowed in line station order to facilitate quick side-door 


- unloading of the individual ‘consignments at the various ~ 


rail destinations. Lading and way bills are made out 
at the receiving station for each consignment, and an 
abstract of the shipments in each container is made out 
from way bills. The truck driver of the terminals 
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THE CONTAINERS ARE LirreD EASILY BY Two MEN THROUGH THE 
Usk OF OVERHEAD ELECTRIC TRAVELING CRANES 


company receipts for the container load, as represented 
by the abstract, of which he takes two copies, together 
with the corresponding way bills, to the rail transfer 
station. He retains one receipted copy of the abstract 
when his load is delivered at this outside station. All 
freight carried in containers by the terminals company 
is under the railroad’s seal. 

While the service is growing, it was started such a short 
time ago that at present the freight each way needs 
usually but two ofthe three containers provided. The 
usual routine followed with these containers is as fol- 
lows: Two truck chassis arrive at the downtown station 
at 11:55 a.m. on regular schedule and pick up the two 
containers which have been loaded there, one with out- 
going freight for the main line and one with outgoing 
freight for the Harrison branch. After these contain- 


ers are loaded on the motor trucks they leave the . 


downtown station at 12 o’clock noon. At 12:40 these 
trucks arrive at the transfer station, where the de- 
mountable containers are exchanged for incoming 
return-load containers which have arrived on the flat 
car and trailer. The distance between the Third and 
Baymiller Streets station and the Anderson’s Ferry 
station is 6.1 miles through 13 miles of city traffic 
and over a curving route, reaching an elevation of about 
175: ft. 

Before the trucks arrive at the rail transfer, the 
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THE CONTAINERS LEAVE THE DOWNTOWN TERMINAL AT 12 O'CLOCK 
SHARP AND ARE HOISTED BY CRANE ONTO THE Motor TRUCK 


two-man crew of the container train has already 
mechanically unloaded the incoming containers from the 
flat car and placed them on wooden horses, awaiting 
the arrival of the trucks. When they come, the train 
crew loads the outbound containers from the truck 
to flat car or trailer and then transfers the return 
containers from the horses to the trucks. Five minutes 
per container is allowed for these two mechanical inter- 
change movements, and the trucks are due back at the 
downtown station with their return load at 1:30 p.m. 
The chassis are then released for use at the Cincin- 
nati steam line freight interchange service at 1:35. 
The containers returned to the downtown station are 
set on horses under the superstructure roof adjacent 
to the inside station platform. The return load freight 
is hand-trucked from the containers to the station plat- 
form, awaiting consignees’ call. Space is provided for 
three bodies or containers, sc that one is always avail- 
able for outbound loading by hand truck from shippers’ 
trucks or drays. 


TRAIN OPERATION IS BY Two MEN 


The container train is operated by a crew consisting 
of motorman and conductor. This two-man crew han- 
dles the containers by hoist at the rail-motor-truck- 


transfer station at Anderson’s Ferry and unloads the © 


freight from the containers at the various line destina- 


DURING THE MORNING THESE CONTAINERS ARE LOADED WITH FREIGHT AT THE DOWNTOWN FREIGHT STATION OF THE C., L & A. 
RAILROAD, LATER TO BE TAKEN 6 MILES BY MoTorR TRUCK AND TRANSFERRED TO THE ELECTRIC CAR 
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“side doors of the con- 
- tainers, 
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tions. The crew also makes store-door deliveries and 
collections of light consignments to and from shippers 
adjacent to rails. If, as at present is usually the case, 
there is one container of freight for Aurora and one 
for Harrison, the second container on the motor flat 
car starts from Anderson’s Ferry as an empty, but is 
used to receive volume commodities at local way points. 
Thus one container functions on the main division for 
outbound unloading and: the other container for inbound 
reloading. 

At Valley Junction the trailer is dropped off for 
haul over the Harrison branch by a‘passenger car, and 


the self-driven container 
car proceeds to Aurora. 
Both Harrison and Au- 
rora, Ind., at the end of 
the line, are reached he- 
fore 3 p.m. for delivery of 
freight received at the 
Cincinnati downtown sta- 
tion before 12 noon. On 
the return trip, the crew 
loads freight from way 
station platforms into the 


without the 
necessity of considering 
station order, since all 
consignments are segre- 
gated upon receipt at the 
station in the Cincinnati downtown business district. 

In addition to the regular run of business, retail 
dealers along the line are using the service to secure 
emergency shipments from Cincinnati wholesalers and 
jobbers to cover shortages for special customers’ calls. 
The procedure is as follows: 

The dealer telephones his requirements to the nearest 
line way station, from which it is relayed by the rail- 
road’s private wire to the Cincinnati station. The agent 
here transmits the call to the wholesaler, who delivers 
the consignment to the downtown station. Thus a ship- 
ment requested by a retailer at the end of the line be- 
fore 11 a.m. will reach him before 3 p.m. the same day. 
This special service is now in daily use. 

Since the inauguration of the service on Aug. 17, 


1921, both outbound and inbound business has increasec 
rapidly. By Jan. 10, 1922, a sustained daily average 
of 9,000 lb. outbound had been reached, in addition to 
fluctuating inbound agricultural commodity movements 


Inbound Outbound Total 
EER SPS 2 eae i haciey oho acu uect 9,030 Vb. 4,592 lb. 13,622 lb. 
Pan 2D Wee esl meee ene 13,100 lb. 8,759 lb. 21,859 Ib. 
REDE Ll Va hate ene ee eter 1,700 lb. 11,569 lb. 13,269 Ib. 


of from 1,000 lb. to 12,000 lb. Records for recent typ- 
ical days are given in the accompanying table. It is 
expected that by spring or midsummer the amount of 
inbound freight will be so 
large as to overbalance 
that outbound. 

The fixed plant is of 
great simplicity and was 
installed at a minimum of 
capital cost. The accom- 
panying illustrations of 
the equipment and the 
downtown and rail trans- 
fer stations show the ar- 
rangements required. At 
both points superstruc- 
putes, provided to carry 
the Motor Terminals elec- 


THESE VIEWS ILLUSTRATE How A CoNTAINER Is LirreD OFF THE ELECTRIC CAR AND SET ON HORSES 
_AND How It Ig Later LIFTED FROM THE HorSsES ONTO THE MoToR TRUCK 


tric hoists, are of standard I-beams and channel sections 
with 10-in. channels, serving both as beams and rails 
for hoists. 

The outside platform at the downtown station has an 
area of 3823 sq.ft. and the inside platform of 7484 
sq.ft., exclusive of the small office at the rear. This 
floor area is extended to 1,0283 sq.ft. by the addition 
of 280 sq.ft. provided by floor area of two bodies. It is 
estimated by the Cincinnati Motor Terminals Company 
that this fixed plant is capable of passing 160 tons of 
freight per eight-hour shift, so that considerable ex- 
pansion of the business is possible with present facilities. 

A similar superstructure was built at the rail trans- 
fer station except that channel trolley rails extend over 
the loading track. It was necessary only to raise the 
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roof of the old passenger shed slightly, and it was pos- 
sible to do this without any interference to the struc- 
ture or service. 


ROLLING STOCK 


The mobile equipment consists of two 5-ton truck 
chassis employed only one hour and thirty-five minutes 
a day, six bodies or unit containers and a flat car and 
trailer. The truck and containers are of the same 
standard as those employed in Cincinnati for steam-line 
].c.l. interchange service, except that the bodies are 
provided with sliding side doors. For this purpose 
angles are extended back from the doors at the top and 
bottom on the side of the container, and the door is, 
divided at the center with a door stop arrangement sim- 
ilar to that in the ordinary box car. This alteration 
was made at minimum expense, and required only the 
flattening of the rivets which: secure the steel side 
straps of the containers to permit perfectly free move- 
- ment of the doors. The containers measure 17 ft. 6 
in. long, 8 ft. wide and 7 ft. 34 in. high, inside 
dimensions. 

The electrically driven container flat car has a con- 
troller and trolley at both ends. An old passenger car 
that would otherwise have been scrapped was remodeled 
for this purpose, at a total cost of approximately $500, 
by removing the body and cutting the side sills in the 
middle and splicing them to extend the length about 3 
ft. to provide platform length for two containers. Steel 
angles 8 in. x 3 in. are secured to the floor of the car, 
laterally and. longitudinally, to hold the containers 
securely. The car is 594 ft. over all in length, and is 
equipped with four motors. Thé trail car consists of 
a simple steel frame 20 ft. long, to carry one container 
on a single truck. 

It has been pointed out by B. F. Fitch, president of 
the Motor Terminals Company, that the next logical 
extension of the service would be the establishment of 
farmers’ off-track stations near or on the line. Such 
platform stations would serve as receiving and assembly 
points of farm products and also as delivery points for 
unit-load consignments of shipments destined to rural 
districts. If away from the line the containers could 
be hauled to the nearest rail stations by motor trucks. 
It is emphasized that such practice would tend directly 
to improve highway maintenance conditions by remiov- 
ing in so far as possible long-distance trucking from the 

‘highways, as the loaded unit-containers would be hauled 
by rail the maximum possible distance. 

The rates charged to shippers for the freight service 
described average about 45 cents per 100 lb., according 
to distance and commodity classifications, and are 
identical with steam-line rates—for a service that has 
proved faster than express. The motor truck service, 
containers and hoists used are leased to the Cincinnati, 
Lawrenceburg & Aurora Railroad by the Cincinnati 
Motor Terminals Company. 


Trolley Bus Pictures Reversed 


N TWO views of trolley buses on page 233 of the issue 

of Feb. 11 the captions became transposed in the 
printing office. Actually the view on the left showed 
the trolley bus built by the St. Louis Car Company 
and equipped with Westinghouse motors and foot con- 
trol, That on the right illustrated the Packard auto- 
mobile chassis with Kuhlman body and the same type 
of motors and control. 
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Manager Talks to Men 


Brooklyn City Officials Address Employees at Series of | 
Meetings on Means of Securing Better 
Operating Efficiency 


LINTON E. MORGAN, general manager Brooklyn | 
City Railroad, at a series of day and night mass 
meetings, is addressing the 7,000 surface line workers in > 
an effort to humanize the electric railway industry 
there. The men of both the Brooklyn City and the 


Brooklyn Rapid Transit organizations are being as- 


sembled at the various carhouses and Mr. Morgan is~ 
urging close co-operation between management and 
labor in the interest of the companies and the public. 

Mr. Morgan and his-associates look for a new era in 
the labor situation on the Brooklyn surface system. 
Heads of departments are joining him in a plan to link 
the executive offices more closely with the power house 
and the carhouse. Dozens of speeches have been made 
and the response has been immediate and emphatic. 

The Brooklyn surface lines are operated as a unit 
under H. Hobart Porter as vice-president. Concrete 


advantages in-improved morale are being reflected in 


fewer accidents and quicker service. One of the biggest 
things to be achieved is the cutting down of the number 
of accidents, which, it was revealed, are using up 5 per 
cent of the surface line receipts. Fewer complaints are 
being received than formerly was the case, and they are 
outweighed by the number of commendatory letters and 
messages—a practically unprecedented condition in the 
Brooklyn railways: ; 

William Siebert, superintendent of surface transpor- 
tation and a veteran of many years in Brooklyn traction 
service, is aiding Mr. Morgan. Others who are taking 
part in the campaign are the division superintendents 
and the executive staffs of the Brooklyn City and the 
Brooklyn Rapid Transit. 

The meetings are being held at the various depots, 
though often there is a joint assemblage from two 
depots at one meeting. 


DEVELOPMENT OF PERSONAL RESPONSIBILITY SOUGHT 


Personal responsibility is being stressed by Mr. 
Morgan and his associates. He is continually urging 
the men on the cars to take an active individual interest 
in the daily task of providing adequate surface trans- 
portation. The methods now being applied by Mr. 
Morgan in Brooklyn are similar to ones which proved 
very successful in their application to lines operated 
under his direction in the Middle West, particularly in 
Michigan and Indiana. He is confident of the outcome 
of their use in Brooklyn. 

Mr. Morgan declared that this was not a sporadic 
effort designed to relieve the temporary condition, but 
a matter of fixed policy. He.saw no reason why the 
army of Brooklyn surface workers could not be welded 
into an organization 100 per cent effective in the 
interests of the vast community which it serves. He 
also looks upon his work as one of a progressive series 
of elements which will eventually make for a solution of 
the vexatious traction difficulties of New York. Mr. 
Morgan said: 

The situation when I came to Brooklyn a little more 
than two years ago was a good deal like a wake. Our 
railroad property was almost dead. It was as a corpse 
laid out and we did not know whether to put a sheet 
on it and bury it or try to bring it to life again. Some of 


the limbs of this tree became decayed and Receiver Garri- 
son had to clip them off because the trunk could not carry 


~ management would insist upon. 
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the load. Fortunately, the sun is going to shine behind 


this cloud before very long. Through co-operation we will 
all take hold of the wheel, whether it has a little mud on 
it or not, and hang on until we roll the whole thing over. 
The job of the whole surface line organization, Mr. 
Morgan emphasizes, is to sell transportation, which he 
characterizes as “the business of moving a person or a 
commodity between two points in the shortest possible 
time with safety and comfort.” Every man in the 
organization, he added, is a salesman. Courtesy and 
control of the temper are things which, he said, the 
Comments on the need 
for good service follow: 
’ We must give service, rain or shine, twenty-four hours 
a day and 365 days in the year, because that is what the 
millions of the riding public have a right to expect of us. 
We are the servants of the public. We are classed excep- 


tionally as a public utility and it is up to us to render the 
service because this public is paying for it. 


TRAINING MEN RECEIVES GREATER ATTENTION 


Greater care is being taken to break in new men on 
the Brooklyn surface system. In the old days, it was 
said, the training was not such as to promote efficiency 
or co-operation. Now, great pains are being taken to 
teach the newcomer every essential of the operation of 


a car. Avoidance of delays is being urged by Mr. 
Morgan on the motormen. Mr. Morgan’s message to 
his men is: 


Motormen can do a whole lot to improve the service. 
Watch the people on the street and try to stop for them 


' so that there will be less delay. Do not try to hit all the 


mud holes, but when you make a stop do not run up against 
the rock of Gibraltar. Let us make decent stops. Do not 
annoy passengers. They don’t like to have the backs of 
their necks snapped off. i 

Dealing with taxes, Mr. Morgan cited figures to show 
the difficulty encountered by the electric railway, because 
of their relative inability to pass the increase on to the 
consumer. Taxes on the electric railways, he said, are 
almost 18 per cent of the gross receipts. Paving takes 
4% to 5 per cent more. In explaining this matter to the 
men Mr. Morgan said: 

You pay the franchise tax; you pay $20 a year for every 
car you run in addition to other taxes, and when the state 
legislative investigators got into this thing they found that 
big industrial plants pay only about 4% per cent of their 
gross earnings and some of them made real money during 
the war; yet the electric railway pays from 15 to 18 per 
cent and further must pay an income tax on gross earnings 
no matter whether you have spent it or not. 

Every day in the year except Sunday the Brooklyn 
surface lines carry more than 1,000,000 passengers. 
Stressing the need of vigilance, Mr. Morgan quoted a 
report of Superintendent Siebert which said that on a 
foggy day recently, when the rails were bad, only eleven 
wagons were struck by cars. During the next day, 
although it was clear, forty wagons were hit. The 
reason for this, Mr. Morgan explained, was the state of 
mind of the motorman. Records show that in lower 
Fulton Street, in lower Broadway and at the Brooklyn 
and Williamsburg Bridges, points of heavy traffic con- 
gestion, there are very few accidents. This is because 
the men know they must be careful. 

Both Mr. Morgan and Mr. Siebert are cautioning the 
men against the influence of old and discredited 
aphorisms which have long been a part of the surface 
worker’s stock of tradition. “Nobody is a motorman 
until he hits a wagon or a car,” was pointed out as 
a trite saying that is full of danger. Both Mr. Morgan 
and Mr. Siebert reminded the men that it costs money 
to hit the wagons. Five per cent of the receipts of the 


Brooklyn surface lines are paid out for accidents, they 
told the men, and added that if the company had to pay 
out from its gross receipts only 2 or 24 per cent 
through accidents, “would there not be a chance for you 
to get some of it?” 


J oining Railway Lines in French 
Vosges Region 


Conditions Following the Peace Treaty Render Desirable 
the Connecting of Alsace-Lorraine with the French 
Territory to the West—Only a Meager 
Connection Is Available Now 


EFORE the war strategic conditions interfered with 

the junction of the railway lines in the Vosges 
Mountains on the French and Alsatian borders. A recent 
issue of Le Génie Civil explains that outside of the main 
lines connecting Paris, Nancy and Strasbourg to the 
north of the mountains, and Paris, Belfort, Mulhouse 
and Bale, to the south, there was no direct connection 
between the short lines of the eastern system which 
stopped at Fraize, Gérardmer, Cornimont, Dussang, on 
the one hand, and those of the Alsace-Lorraine system 
which stopped at Saales, Sainte-Marie-aux-Mines, La- - 
poutroie, Metzeral, Lautend Krut and Sewen. A con- 
venient arrangement for tourists, but one without com- 
mercial importance, was, however, established through 
the Schlucht Pass by two tramways, respectively, from 
Gérardmer to Schlucht and from Schlucht to Munster, 
which met at the 
frontier. Soon 
after the war the 
desirability of 
making several 
junctions be- 
tween these rail- 
way lines was 
recognized, and 
schemes were 
evolved. which 
have been called, 
rather inaccu- 
rately, “piercing 
the Vosges.” 
This could only 
be done literally 
by means of 
great tunnels 
comparable with 
those of the Alps. 
The easiest of 
these junctions, 
that from Sainte-Die to the Saales-Schirmeck-Strasbourg 
lines, which descend the valley of the Bruche, was 
quickly decided upon. This work is now reported to be 
well along. 

There are many other plans under consideration. A 
mass meeting to consider some of them was held at 
Colmar in September, 1921. This “Colmar Congress” 
supported the simultaneous construction of two lines, 
Saint-Die-Sainte-Marie and Cornimont-Metzeral, to cost 
about 35,000,000 frances. The plan is to utilize the fact 
that electrification, which permits the use of steeper 
grades than steam operation, will provide for the cross- 
ing of the Vosges at high altitude. This will reduce 
the necessity for constructing long tunnels and con- 
sequently will be much less expensive. 


RAILWAY LINES IN VOSGES REGION, 
ALSACE-LORRAINE BORDER 


Key: Heavy dotted line, tramways connect- 
ing across border, Gérardmer to Schlucht 
and Schlucht to Munster. 

Double dash line, lines authorized by the 
law of March, 1920. 

Light dotted line, projected lines, 


Electric Railway Publicity 


Devoted to How to Tell the Story 


Does Publicity Produce Results? 
By E. F. KELLEY 


Secretary Kentucky Association of Public Utilities and Editor 
of the News Service Bulletin 


HE question “Does Publicity Produce Results?” has 

been passed back and forth a good many times in 
the past few years, following the inauguration of vari- 
ous state committees on public utility information. A 
local operator of public utilities walked into my office 
a few days ago and observing that the News Service 
Bulletin of the Kentucky Committee on Public Utility 
Information was in course of preparation remarked: 


Do you really think that sort of publicity produces re- 
sults? Does it really get your story where you want it to 
go? Do you really labor under the delusion that the busy 
editor of any fair sized newspaper is going to take the 
time to read that over, to say nothing of taking valuable 
space in his news columns to publish any portion of it? 


My only answer to the gentleman was to pass across 
the desk the following from the Louisville Evening 
Times of Jan. 19, 1922, which appeared in the editorial 
columns under the caption, “Public Utilities”: 


Several interesting thoughts are carried by the news bul- 
letin of the Kentucky Committee on Public Utility Informa- 
tion. On the subject of publicity for the affairs of corpora- 
tions serving the people, James P. Barnes, president of the 
Louisville Railway, speaks clearly and with emphasis. He 
would have the customers taken into the confidence of the 
merchants of service. ' 

The old spirit of the public-be-damned has gone flickerin 
as the discovery has become general among business men 
that the people are able to take a considerate interest in 
the welfare of business agencies supplying them with trans- 
portation or light or fuel. The unreasonableness sometimes 
displayed by the public in dealing with corporations was 
largely due to misunderstanding. It was supposed that the 
profits were immense and that nothing but niggardliness 
prevented infinite improvement in accommodation. 

Public ownership of public utilities is advocated in a quo- 
tation from Roger W. Babson, the statistician, but it is 
customer ownership through purchase and not government 
ownership by vote that he favors. The modern tendency in 
big business is to distribute holdings to as great an extent 
as possible. The man who buys transportation will be 
much more amenable to reason if he has a dividend interest. 
It was said of old that the possession of a dollar made a 
capitalist and the ownership of a share of stock would con- 
vert a socialist. This is exaggeration, perhaps, but the point 
is evident ‘enough. 

If a man has a share in an enterprise he can be fairer 
in his judgment concerning outlay. He will take the trouble 
to inform himself as to income and expense and will not 
insist upon impossibilities. 


I had a bully time with him and he left the office 
sold on the thought that “publicity most assuredly does 
produce results.” 

It has long been a feeling among certain utility oper- 
ators, and perhaps justly so, that the only time the 
name of their company could be brought before the 
public in the local press was when a serious accident 
had occurred or there is something to criticise and con- 
demn. There is a certain news value to a great many 
features of public utility operation that the newspapers 
appreciate and are anxious to pass on to their readers, 
but which we in our everyday routine consider common- 
place and uninteresting—yea, oftentimes a nuisance. 


This fact was quite forcibly brought to my mind sey- 
eral years ago, while in conversation with some news- 
paper men. 

On this occasion I was a member of a party of news- 
paper men seated around-the dinner table. I was then 
with a road at Schenectady. Conversation began to lag 
and while sparring for time I remarked that I had 
learned of a rather unusual trait in one of our motor- 
men that day, one whom I never believed had a single 
thought for any one but himself. 

I then told the story of a motorman who while oper- 
ating an interurban car between two stations observed 
a woman struggling and battling her way across a field 
in the face of a raging blizzard. As the car approached, 
the woman dropped to the ground from sheer exhaus- 
tion. The motorman ran into the field, picked the 
woman up and brought her to the next town and into 
the hospital. The woman’s life was no doubt saved by 
quick thinking on the part of the motorman. 

The newspaper men exclaimed in a chorus, “Why 
didn’t you tell me about that when I was talking with 
you yesterday? That’s the great trouble with you fel- 
lows, the only way we can get any information out of 
you is to tell you we’ve got the story and you might 
just as well tell us all there is to it.””’ That was in 1915, 
and since that time they have always had “all there was 
to it” from our office. Of course, it was given with 
certain reservations from publicity, but they received 
“all there was to it.” The request for reservation has 
always been honored and the confidence reposed in giy- 
ing “all there was to it” never violated. 

Make your newspaper correspondent your confident. 
Tell him ‘all there is to it’ and tell it yourself; don’t 
delegate the office boy to do it for you. Personal con- 
tact with the head of the company instills a certain con- 
fidence and gives more weight to the story than passing 
it to the newspaper man through a subordinate. 

I believe you will agree with me when I say that the 
majority of the American people are on the right side 
of any question after they have an opportunity to study 
the question and have been properly informed. Your 
best medium for placing the facts before your people 
rests in your local press. Use it. You don’t neces- 
sarily need a high-priced news writer, with the clever- 
ness to conceal advertising features in his story. The 
news writers are just as wise as your company news 
writer. They will publish your story if it has a news 
value, but if you want to put across advertising, you 
will have to deal with the advertising manager, not the 
editorial room. Perhaps that is why it seems impos- 
sible to get the local paper to publish anything except 
accidents, criticism or condemnation. 

Our committee on public utility information feels 
satisfied in the light of the editorial quoted above, and 
because of the comment from other newspapers through- 
out the State of Kentucky, that all newspapers are will- 
ing to co-operate with public utilities in placing their 
problems before the public, if their story is furnished 
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in a brief, frank and a concise manner, and again, 
minus propaganda. 

The News Service Bulletin now has a circulation of 
more than 900 copies. It is issued on the first and 
fifteenth of each month. Two hundred and fifty of 
these bulletins go to Kentucky newspapers, the balance 
of the circulation going to railway, telephone, light, heat 
and power companies and public officers, from the Gov- 
ernor and his staff down to the Aldermen and Council- 
men of each community. Even the members of the 
State House of Representatives and the State Senate 
are on the mailing list. 

Our committee firmly believes that considerable prog- 
ress will be made in smoothing the misunderstandings 
at present existing between public utility operators and 
their respective communities if the thought is kept 
foremost in every utility operator’s mind that utility 
problems have a real news value and that the editors 
are anxious and willing to receive the utility operator’s 
story. atk 

The old spirit of “the newspapers-be-damned’’ flick- 
ered out along with the spirit of ‘‘the public-be-damned” 
and the wise utility operator of today no longer slams 
the door in the face of the newspaper man and sends 
word out by the office boy that “he ain’t in” but lays 
down the “welcome” doormat, extends the glad hand and 
proceeds to “tell him the whole story.” 


: 


Encouraging the Sale of Metal Tokens 
-in Dallas 
ENCOURAGE the use of metal tokens in pay- 
ment of fare on the lines of the Dallas (Tex.) Rail- 
way conductors on the lines of that company are now 
giving two metal tokens in change to every patron who 
tenders a coin larger than a dime in payment for fare 
on boarding a car, unless the patron makes special re- 
quest for all change in return for his coin. Few patrons 
ask full change, but 
accept the two to- 
kens, using one to 
pay the present fare 
and saving the other | 
for a return trip or 


Use Metal Tokens 


Ride the Convenient Way 


Beginning today, Thursday, Dec, 8, conductors 
on all street cars are issuing 2 metal tokens with 


for use on some fu- 
ture occasion. The 
conductors on the 
various lines are 
given credit for the 
number of metal to- 
kens they sell or the 
number registered 
by their fare boxes, 
and a campaign is 
on to see which con- 
ductor makes the 
best record in the 
use of metal tokens. 

The use of these 
tokens by the riders 
of the street cars 
serves to speed up 


change for all coins Jarger than a dime. This gives 
the rider his fare for his next trip and makes more 
change unnecessary. 


Passengers desiring all money change may have 
it for the asking. 


The use of metal tokens will decrease materially 
the delay and nuisance of making change and carry- 
ing pennies. It will improve your street car service. 


Passengers may buy 20 tokens in a convenient 
roll from any conductor. Many stores also sell them. 


Get your Trollygram on the street car today. 


Dallas Railway Co. 


Ae las 


a) 


ForM oF ADVERTISEMENT USED IN 
METAL TOKEN PUBLICITY 


traffic, as the token, or piece, 


represents 6 cents, and can be handled with much more 
dispatch. If a patron tenders a large coin and waits 
for change the line of passengers boarding the car is 
held up and traffic delayed. 

The Dallas Railway is employing its publicity forces 
to encourage the use of metal tokens. 


“No Accident Week” Successful 


aan ACCIDENT WEEK” conducted in Los An- 
geles, Cal., by the local chapter of the National 
Safety Council, Dec. 4 to 10, 1921, proved successful in 
reducing injuries and in, educating the public to the 
need of safety first. “No Accident Week’ produced 334 


CAR PLACARDED WITH “No ACCIDENT WEEK” SIGN 


general street car accidents, an increase of fifty-one 
over the previous week, which was attributable to the 
steadily increasing traffic preceding Christmas. Despite 
the increase in total of general accidents, there was a 
marked reduction in the number of injury accidents. 
A total of 104 persons were injured to some extent in 
electric railway accidents between Nov. 27 and Dec. 3, 
but during the campaign there were only eighty-one 
listed. There were no serious accidents in ““No Accident 
Week” and there were only three in the week prior to 
“No Accident Week.” 


Future of Electric Railways Well Assured, 
Milwaukee Railway Says 


‘STDEAR NOT” is the advice from the Milwaukee 

Electric Railway & Light Company, Milwaukee, 
Wis., in answer to a remark credited to a city official 
that ‘‘the street railways are a lot of junk’ and by 
the prediction also credited to him that the motor bus 
will put the street car out of business. 

To prove that the official’s statement was not 100 per 
cent accurate and to calm the fears of the subscribers 
to the 8 per cent preferred stock of the company an 
interesting advertisement entitled “Street Car Service 
Is Indispensable” has been appearing in the Milwaukee 
papers. In championing the railway the ‘‘ad’” says that 
next to the city water system the railway is the most 
vital of all public services to the life of the community. 
It carries more than 200,000,000 yearly and has a 
physical value of more than $23,000,000. Despite the 
fact that the company has not been permitted to earn 
a fair return it has earned enough money to meet 
all of its obligations and to pay a small dividend to 
its common shareholders, who have been required by 
state regulation to take much less than a fair return 
during the past year upon their investment. 

In summing up the usefulness of the railway the 
company announces that, in view of its twenty-six year 
record of leadership, it will make use of all betterments 
that are developed. Further, that it will pay 8 per 
cent on every dollar invested, and it invites the public 
to buy some shares of the $1,200,000 remaining of the 
$3,000,000 stock offering. 
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Railway Helps Clean City 


After Blizzard Baltimore Company Hauls Accumulations of 
Ashes in Dump Cars at the Request of the 


City Authorities 


ALTIMORE, MD., was visited on Jan. 28 and 29, 

1922, with the heaviest single snowfall in the 
records of the local weather bureau—26% in. falling 
within a period of approximately thirty-five hours. 
Under such trying conditions, aggravated by stalled 
vehicles, especially automobiles, the street railway lines 
of the United Railways & Electric Company were badly 


blocked the night of the 28th, but 


efforts that night and extending through the twenty- 
four hours of Sunday, the 29th, practically all the im- 
portant routes were operating when people started to 


work Monday morning. 


For a week beginning Monday, Jan. 30, the efforts 
of the street cleaning department were devoted to 
clearing the important thoroughfares of piles of snow, 


the city. 


and this resulted in an ever-increasing accumulation of 
ashes and garbage. 
ously to clog the alleys and sidewalks in many parts of 
In order to make a quick and effective start 


Finally, this situation began seri- 


on the cleaning up problem, the city authorities asked . 


due to strenuous 


the United Railways to help to move the ashes by oper- 
ating service cars at night. 
were run in the daily papers announcing this service 
and asking householders to put their receptacles full of 
ashes at the curb along the car routes. im 

Through the co-operation of the transportation and — 
maintenance of way departments, nine 15-yd. capacity 
differential dump trucks and six other open-top service — 
cars were operated nightly for about ten days from 1 | 
to 5 a.m., making two round trips and carrying approxi- 
mately 150 cu.yd.-per night to the dump. 


Notices and advertisements 


This co- 


operative effort has enabled the regular city forces to 


Heavy Electric Traction Abroad* 


In Papers Prepared for Ninth Congress of International Railway Association 
Engineers of Railroad Electrifications in Europe Summarize 
the Situation for Their Several Countries 


HE forthcoming International Con- 

gress, to be held in Rome, Italy, 
in April, will be the occasion: of a com- 
plete review of heavy electric traction. 
Competent authorities in all countries 
having considerable electrified track 
will present reports, most of which if 
not all will be made public by the In- 
ternational Railway Association in ad- 
vance of the congress. Abstracts of 
some of the papers have already ap- 
peared in this journal.+ Abstracts of 
other papers follow. 


ELECTRIFICATION IN THE SCANDINAVIAN 
COUNTRIES 


The chief of the electrical department 
of the Swedish State Railways, M. I. 
Ofverholm, will report for Sweden and 
Norway. He states that these countries 
‘and Denmark have not the necessary 
quantity of home produced coal, but 
that Sweden and Norway have ample 
water power. The desire has long ex- 
isted in Sweden to make the railways 
independent of foreign coal, and a royal 
commission to study the question. of 
electrification was appointed in 1899. 
After many preliminary studies and ex- 
periments the first proposal was for the 
use of electric motive power on the 
ore-carrying road connecting Kiruna, 
in the mining region of Sweden, with 
the Norwegian port of Narvik. This 
road runs for 81 miles through Sweden. 
The electrification from Kiruna to Riks- 


*See Bulletin of the International Rail- 
way Association as follows: Report on 
electric traction, Sweden, Norway, Den- 
mark, by M. I. Ofverholm, November, 
1921, page 1934; Italy, by Alfredo Donati, 
December, 1921, page 2175; France, by 
M. Sabouret, January, 1922, page 107. 

7See as follows: Report on America by 
George Gibbs, issue for Jan. 28, 1922, 
page 147. 

Report on Holland and Great Britain by 
J. J. W. Van Loenen Martinet, issue for 
Dec. 38, 1921, page 988. 

Report on Switzerland by Dr. EB. Huber, 
issue for Dec. 3, 1921, page 988. 


grinsen was commenced in 1910 and 
finished in 1915, with power supply 
from a hydraulic plant at Porjus. It 
was extended in 1917. 

In 1917 the Riksdag, the Swedish 
Parliament, decided upon the electvifi- 
cation of the Kiruna-Svarton line and 
authorized the expenditure for the 
Kiruna-Gallivare and Géallivare-Natta- 
vaara lines. The work was carried out 
by the personnel of the State Railways, 
and electrical operation was begun on 
the Kiruna-Gallivare line in March, 
1920, and on the Gallivare-Ripats line 
in February, 1921. The Riksdag in 
1920 granted money for the Natta- 
varra-Svarton line, and the Norwegian 
Storting has decided upon the electri- 
fication of the Riksgransen-Svartén 
line. Both of these will be in opera- 
tion this year. 

All of this electrification is on the 
single-phase system, with 16,000 volts 
on the contact wire, and with the trans- 
mission at 80,000 volts. 

For electric traction there are now 
twenty-two locomotives on the Riks- 
gransen-Gallivare line, and twelve more 
due, as well as two motor cars. In 
1922 eleven locomotives will be deliv- 
ered. Thus by the end of this year 
there will be forty-five locomotives and 
two motor cars on this line, of which 
four locomotives will be for express 
trains, one for passenger trains, twen- 
ty-eight for ore trains and twelve for 
freight trains and switching. 

Investigations looking toward fur- 
ther electrifications have been made, 
but an unexpected fall in the price of 
coal and the difficulty of raising money 
have caused a postponement of actual 
work. ; 

What has been said relates to the 
State Railways. In addition there are 
several company-owned electrifications 
in operation, At present work on the 


devote their efforts to localities other than those 
adjacent to the car lines and has been of material 
assistance to the street cleaning department. 


Klaradlv railways which connect Karl- 
stad with Munkfors, Hagfors and Filip- 
stad is already complete or nearly so. 

In Norway the Thamshavn-Lékken 
railway, carrying copper in the Trond- 
jem district, has been electrified since 
1908. This line has 4 per cent grades. 
The Rjukanbanan was electrified in 
1911-1912. The Norwegian State Rail- 
ways are now electrifying the Kristi- 
ania-Drammen line, and as mentioned 
above the road connecting Narvik and 
Riksgransen will be completed at once. 
By the end of 1922 the whole railway 
from Narvik across the Scandinavian 
peninsula down to Lulea and Svarton 
will be in electric operation. Single 
phase is standard in Norway, 6,000 
volts being used on the contact wire on 
the Thamshavn line and 10,000 on the 
Rjukan line. The line connecting with 
the Swedish one will have the same 
voltage as the latter—16,000. 

A heavy suburban business is ex- 
pected on he Kristiania-Drammen- 
banan, as wll as freight and express. 
Twenty-four locomotives of the B + B 
type and 1 — B + B — 1 type have 
been ordered. The Norwegian State is 
buying up water powers and conducting 
studies looking toward systematic elec- 
trification of the railways. 


ITALY HAS BEEN SUCCESSFUL 
WITH THREE-PHASE 


According to Alfredo Donati, chief of 
the special electrification service of the 
Italian State Railway System, who will 
report for his country, the first trials 
of electric traction were made in Italy 
from 1899 to 1901. In 1901, in fact, 
electrical working of the Milan-Varese 
line, 37.8 miles, was inaugurated, with 
direct current, third-rail distribution. 
In the same year the Valtellina lines 
(Lecco-Colico-Sondrio and Colico-Chia- 
venna), 66 miles long, were electrified 
with low-frequency, three-phase cur- 
rent. 

For the Valtellina lines 15 cycles were 
selected in the interest of transmission 
efficiency and mechanical simplicity in 
the locomotive drive, although not with- 
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out some difference of opinion. A volt- 
age of 3,000 on the contact wires was 
selected, then considered high. 

For the nine years following the suc- 
cessful inauguration of the above-men- 
tioned service no considerable increase 
in electrification was made but the re- 
sults were watched with interest and 
the effect was the adoption of the three 
phase as standard. Since 1910 much 
has been accomplished on lines carry- 
ing heavy traffic. Between 1910 and 
1914 the two Giovi lines were electri- 
fied. These connect the port of Genoa 
with the interior across the Apennines 
and hold the record for traffic on the 
Italian railway system. They contain 
grades up to 3.5 per cent. In the same 
period were electrified also the Savona- 
Ceva line, crossing the same range; and 
the Mont Cenis line with its tunnel, the 
most important line of communication 
with France. During the past four 
years on these lines the traffic has 
been four times as dense as the mean 
for the Italian railway system. 

During the few years past much ac- 
tivity has been manifest also on the 
lines near Turin. Thus by the end of 
1919 it was possible to commence elec- 
trical working of the Turin-Bussoleno 
line and of the Bussoleno-Susa section 
(33 miles, of which 28 is double-track). 

This provides connection with the 
already electrified Fréjus line (Bus- 
soleno to Modane) and the Turin- 
Pinerolo line, in anticipation of con- 
necting the whole of the electrified 
system of Piedmont with that of 
Liguria, and with the electrical installa- 
tion of the Turin-Ronco line, which is 
due to be completed at about. the 
present date. In 1922 the electrification 
of the Voghera-Alessandria, Tortona- 
Novi and Tortona-Arquata lines will be 
complete, giving access from the Giovi 
lines to the Milan-Chiasso line and 
thence to Switzerland. : 

The above has applied to the State 
Railways, but there are in Italy also 
company-owned lines operated elec- 
trically, amounting to mileages of 125 
of standard gage and 310 of narrow 
gage. It should be said also that 
simultaneously with the development of 
the railways has been carried out a 
comprehensive system of power genera- 
tion and distribution, of which the de- 
tails cannot be given here. 

The new program for the extension 
of electric traction which has been 
drawn up by the Railway Administra- 
tion and the government anticipates 
the electrification of about 2,800 miles 
of railway. This is expected to effect 
a coal saving of 1,250,000 tons an- 
nually and to involve a consumption of 
electrical energy of 600,000,000 kw.-hr. 
A generator capacity of 180,000 kw. 


will be required. Already in hand 
are the following lines: Genoa-Pisa, 
Bologna - Pistoia - Florence, Bologna- 


Faenza-Florence, Pinerolo-Torre-Pellice, 
Bricherasio-Barge, Rome-Tivoli and 
Rome-Carano-Nettuno. The two lines 
last mentioned will form the nucleus of 


future electrification on the Italian. 


peninsula. 
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In his report Mr. Donati states that 
the complication of the appearance of 
the overhead contact wires with the 
three phase is more apparent than real. 
The insulation between wire and wire, 
and between each wire and the rails in 
the type of suspension adopted by the 
State Railways is tested to 30,000 volts. 
There has never been any difficulty in 
maintaining the insulation, even on the 
Savona-Genoa line on the coast, where 
there was much difficulty in maintain- 
ing the insulation of the transmission 
line due to the salt carried by the wind. 
The main difficulty with the insulators 
is a mechanical one, due to the vibra- 
tion caused by the passage of the con- 
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the limitations of weight per axle and 
tractive effort per locomotive, it has 
been necessary to use two or even three 
locomotives per train, the former being 
the more common. With two locomo- 
tives, one is placed at each end of the 
train. 3 

A comparison of the costs chargeable 
to electric traction and to steam trac- 
tion is given in the accompanying table 
for the financial year 1917-1918, for 
which the complete accounts are avail- 
able. To make the results comparable 
among themselves they have been re- 
duced to the basis of 1,000 virtual ton- 
kilometers hauled. As they are for 
comparison among themselves they have 


STEAM AND ELECTRICAL OPERATION 


ON ITALIAN STATE RAILWAYS 
Figures given in lire per 1,000 virtual ton-kilometers 


Coal supplied to the locomotives (at 248.46 lire per ton)............... 
Electric energy for traction..............0...0.-5005 
Locomotive staff, lubrication and various shed expenses, water supply, ete. 1.61 
Maintenance of locomotives..................00004 VF 
Amortization and interest on cost of locomotives................0 2.005 
Maintenance of electric installation................. 
Amortization and interest on cost of electric installation............... 
General expenditure on staff, provident fund, bonuses, ete........... 


Electric 
Traction on 
Lines of 
Ligurian 
Steam Electric Group and 
Traction Traction Fréjus Line 
13.15 ake Mees 
SAE aA ae ae Oe 1.60 een 
ae 1.04 
CMe otra 22 0.80 0.62 
0.64 0.77 0.62 
A EA Aire APN, DLE 1.00 0.78 
elt 1.42 1.13 
0.42 0.45 0.37 
17.04 7.17 6.07 


tact device at high speed. The cross 
suspension of the contact line has been 
found preferable to longitudinal sus- 
pension. 

The great simplicity of the three- 
phase induction motor, together with 
its great power, enables the three-phase 
locomotive to be made simpler and 
lighter than those of other types. 

The Italian electric locomotives are 
not permitted to have a weight greater 
than 15 tons per axle, which is the 
limit of load on most of the bridges. 
The normal tractive effort may not 
exceed 10 tons on account of the draft 
gear of the cars. It has been found 
possible to build locomotives to fit these 
conditions capable of developing 2,000 
kw. at 46.5 m.p.h. and with a total 
weight of 75 tons. 


WHAT ELECTRIFICATION HAS 
ACCOMPLISHED IN ITALY 


The principal end which it was pro- 
posed to attain in the first electrifica- 
tions from the technical standpoint 
was the economical increase in the 
capacity of the lines. This has been 
completely attained. For example, the 
traffic which on the two Giovi lines 
before electrification was about 306,- 
000,000 ton-miles per annum, had within 
a few years thereafter increased to 
734,000,000 ton-miles. The correspond- 
ing figures on the Bussoleno-Modane 
line were 67,000,000 and 245,000,000 
ton-miles, with a maximum in 1918 of 
314,000,000 ton-miles. The traffic in- 
creased three to one on the Savona- 
Ceva line. 

The constant-speed characteristics of 
the three-phase locomotive are credited 
with much of the possibility of carry- 
ing such heavy traffic. On account of 


been reproduced here in their original 
form. 

The automatic substation is finding 
a place in the electrification work of the 
Italian State Railways. All stations 
having synchronous motors are designed 
to work automatically, with a view to 
reducing the expense of the staff. Some 
of the transformer substations have 
recently been changed to automatic 
substations, as for example that at 
Varazza on the Genoa-Savona line. 

On the Rome-Tivoli and Rome- 
Carano-Nettuno electrifications the fre- 
quency of the local power supply, 45 
cycles, has been adopted in place of 
the 15 to 17 cycles used elsewhere. On 
the Benevento-Foggia line the high- 
voltage\ direct-current system will be 
tried, but difficulty is expected on ac- 
count of the weight of the locomotives. 

As far as system is concerned, how- 
ever, Mr. Donati expresses his belief 
in the technical acceptability of all, the 
matter of system, he thinks, having 
been given too much emphasis. Any 
other detail of the working may have 
a greater economic importance. The 
provision of a single electrical system 
over the entire railway system is of 
greater economic importance than the 
question of the actual system selected. 

In fact, he states in concluding the 
report, this unified system leads to the 
much more complete utilization of the 
electrical energy, of the plant and of 
the staff than when adjacent sections 
are worked by different systems. 


LARGE ELECTRIFICATION IMMEDIATELY 
AHEAD IN FRANCE 


At the Congress the situation in 
France will be reported upon by M. 
Sabouret, chief engineer of the tech- 
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nical department of the Orleans Rail- 
way. He opens his statement by saying 
that in 1920 the French government 
made regulations regarding the appli- 
cation of electric traction to railways 
of “general interest.” Three companies, 
the Paris-Lyons-Mediterranean, the 
Midi, and the Paris-Orleans have pro- 
posed to electrify within approximately 
twenty years a total length of line of 
5,000 miles. These companies have for 
a long time used electric traction on 
isolated sections of line, including an 
important network of lines in an un- 
dulating country, or arteries having 
considerable traffic in mountainous 
regions, these regions being rich in 
water power. 

After full investigation the Minister 
of Public Works has decided that 
the electrification of railways of gen- 
eral interest in France shall be subject 
to the following general regulations: 


1. The primary distribution shall be by 
three-phase current, 50 cycles, according 
to the condition laid down for the great 
distribution companies, so that all the 
regional groups may have interchangeable 
electrical energy and may help each other 
mutually ; 

The traction current shall be con- 
tinuous: its pressure is fixed normally at 
1,500 volts (exceptionally at 3,000); 

8. Every locomotive at 1,500 volts. will 
be fitted with two current collectors, one 
being a third-rail collector, and the other 
for the overhead line; and must be able 
to run and collect current on any line 
electrified at the same Voltage. 

HEAVY TRACTION INAUGURATED 


IN FRANCE IN 1900 


Impressed by the success of the Balti- 
more & Ohio tunnel electrification in 
Baltimore, the Orleans Company in- 
trusted to the General Electric Com- 
pany, the builders of the locomotives 
for that installation, the electrification 
of the Quai d’Orsay station in Paris. 
Electric service was inaugurated in 
June, 1900. Locomotives weighing 50 
tons and of 1,000-hp. capacity were em- 
ployed. The satisfactory working of 
this first large underground electric 
station induced the directors of the 
Pennsylvania Railroad, in the following 
year, to abandon the project of an 
aerial crossing of the Hudson River in 
favor of a tunnel and a large under- 
ground station in the heart of New 
York. 

Between this time and 1910, the 
Orleans Company, the Ouest Company, 
the Paris-Lyons-Mediterranean Com- 
pany, the Midi Company and the State 
Railways carried out a number of elec- 
trification projects also. 

The second period of French electyri- 
fication was divided into three parts 
by the war. Up to the war period 
the several companies continued their 
electrification development. Most of 
this was in the line of experiment, but 
much progress was made by the Midi 
in the Pyrenees, the State Railways 
and the Orleans Company in suburban 
electrification, etc. 

The war turned attention from this 
work to that of developing sources of 
power, but the possibilities of using 
vast supplies of water power intensified 
the interest in electrification of rail- 
ways, after the signing of the armistice 


permitted this. The large railway com- 
panies outlined programs calling for 
the total mileage mentioned earlier. 

Immediately after the armistice the 
Minister of Public Works appointed a 
committee to consider and report on the 
whole matter. This committee, in turn, 
appointed two commissions, one tech- 
nical the other administrative, to secure 
data and formulate recommendations. 
One of these visited the United States 
and other countries in 1919, and the 
main committee was able to report in 
May, 1920. As a result the regulations 
mentioned earlier were promulgated. 
The reasons for these regulations are 
given in full in the committee’s 
report, and are abstracted by M. Sa- 
bouret. "They have been summarized in 
earlier issues of the ELECTRIC RAILWAY 
JOURNAL. 


FRENCH ELECTRIFICATION AND THE 
DISTRIBUTION OF ENERGY 


M. Sabouret points out in his report 
that the use by the three companies 
mentioned earlier of a primary three- 
phase, 50-cycle distribution, offers so 
many advantages that they would 
adopt it even if the traction current 
were alternating and of 16 or 25 cycles 
frequency. Their hydro-electric sta- 
tions will be far separated and sur- 
rounded by other stations. By merg- 
ing their distribution in the general 
distribution the companies will con- 
tribute to the country-wide diffusion of 
energy. They will find a better invest- 
ment and favorable conditions for sup- 
plementary purchases or exchanges of 
current. 

The Midi Company has already four 
stations in the Pyrenees, and will 
eventually have 250,000 kw. available. 
It will partially equalize the load on the 
plants by means of. water storage. It 
will probably construct stations in the 
Cevennes to feed the northern part of 
its system, and will perhaps participate 
with the other two companies in the 
development of the Truyére works as 
explained below. 

The Paris-Lyons-Mediterranean will 
find its principal sources of energy on 
the upper and middle Rhone. The in- 
tention is to harness several high falls 
in the Alps and the Cevennes which can 
give a regular supply, and also possibly 
participate in the Truyére work. 

In 1920 the Orleans Company ob- 
tained concessions for seven hydro- 
electric power stations in the Haute- 
Dordogne and its tributaries, in the 
center of its system, 250 miles from 
Paris and 170 miles from Toulouse. 
Their capacity will exceed 150,000 kw. 
The company has also taken an im- 
portant part in the concession of dams 
on the Creuse, 205 miles from Paris, 
which will be able normally to produce 
150,000 kw. unequally distributed over 
the year. Their working will be linked 
up with a steam station in course 
of construction at Cennevilliers, near 
Paris. Finally, the company will find, 
to the south of the Massif Central, other 
hydro-electric works, in construction or 
projected, in which it will be able to 


participate, in particular those of the 
Truyére. 

The Truyére, the principal tributary 
of the Lot, receives the waters of a 
watershed of 927 sq.miles in the south- 
east angle formed by the Cevennes and 
the Monts d’Auvergne. The average 
power obtainable exceeds 200,000 hp., the 
supply being almost regular. The flow 
of the watercourses of the Central 
Plateau is complementary to those of 
the Alps and the Pyrenees; the Truyére 
will feed the Rhone and Garonne basins 
during the winter, and the central 
region during the summer. 

This large program of the organiza- 
tion of ~hydro-electric energy shows 
clearly the obligation of the three com- 
panies to associate themselves in a work 
of unification required in the national 
interest and to promote the linking up 
of the three great producing districts. 

In the case of the Orleans Company, 
for example, its participation in the 
combination scheme will have the effect 
of enabling the water power of Central 
France to be transmitted first into the 
middle Loire district and then to Paris 
and the neighborhood. It will also give 
the whole group of water power sta- 
tions, in dry years, the valuable assist- 
ance of a large steam-power station. 

M. Sabouret explains that most of 
the electrification in France was effected 
under conditions which render impos- 
sible the estimation of the economic 
result. On the line between St. Georges 
De Commiers and La Mure there was 
shown a saving in working costs of 
380 per cent. 

In reality it is by other than economic 
considerations that the companies will 
be guided in their choice of the first 
lines to be electrified. They will begin 
with those where increase in capacity 
is most urgently needed. These will 
supply data which will serve as a guide 
in the extension of the process to lines 
whose electrification is not demanded 
by any exigencies of working. 


Correction in Data on 
Welding Flanges 


N THE issue of Feb. 4 of this paper, 

page 196, appeared an abstract of 
the paper presented by E. B. Gunn at 
the Central Electric Railway Associa- 
tion, Indianapolis, Ind., entitled “Three 
Years Experience in Welding Worn 
Flanges.” A typographical error in the 
able analyzing the expense of welding 
wheels has since been found. The table 
should read: 


150 lb. welding metal at 8 cents per 


POUNG! oo siete oti bps 12.00 

30 hours welding operator labor at 
60 »Cents: |, ass elon: eee 18.00 
150 kw.-hr. at 24% cents............ 3.75 
10 hours machinist labor at 60 cents 6.00 
$39.75 


The error which was made was that 
the figure “1” in the first line was 
dropped to the second line, thus mate- 
rially distorting the impression as to 
the amount of welding metal and the 
amount of labor. 
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A.LE.E. Holds Midwinter 
Convention 


HE tenth midwinter convention of 

the American Institute of Electrical 
Engineers was held in the Engineering 
Societies Building, New York, N. Y., 
Feb. 15-17. Papers and discussions 
given on lightning arrester practice, on 
the dielectric strength of oils, the flash- 
ing of rotary converters and the heat- 
ing of railway motors were of interest 
to the electric railway engineers. An 
abstract of the paper on factors which 
determine railway motor temperatures 
by G. E. Luke, Westinghouse Electric 
& Manufacturing Company, was given 
in last week’s issue of the ELECTRIC 
RAILWAY JOURNAL. 

In the discussion of this paper C. J. 
Fechheimer illustrated the similarity 
between the time temperature curve 

equations and the equations of the 
building up of current in circuits con- 
taining an inductance or capacitance. 
¥F. W. Peters said that the percentage 
of failures due purely to overheating 
was small. Many failures that seemed 
to be due to overload often were caused 
by defects in the motors themselves, 
such as the breaking down of insula- 
tion due to a loose coil or to the ac- 
cumulation of moisture. 

In a paper on the causes of flashing 
of synchronous converters E. B. Shand, 
Westinghouse Electric & Manufacturing 
Company, said that heavy load surges 
in synchronous converters produce un- 
balanced armature reactions and ab- 
normal voltage conditions on the com- 
mutator, thus constituting one of the 
chief causes of flashing, according to 
extensive studies made by the author. 
To increase the momentary overload 

capacity the following main lines of 
progress were suggested: ; 

1. The improvement of synchronous 
characteristics of the converter installa- 
tion to obtain high stability and the 
reduction of the moment of inertia of 
the rotating masses of the converter. 

2. The reduction of the effectiveness 
of the unbalanced reactions in produc- 
ing high voltages in the commutating 
zone. (High-reluctance commutating 
‘poles are an instance of this.) 

8. The prevention of the complete 
propagation or culmination of the arc 
‘by the insulation of conducting parts 
around the commutator by means of 

-flash-guards and other devices. 
4. The limitation, by external means, 
of the maximum severity of the surges 
thrown on the machine (in which might 
‘be included the high-speed circuit 
breaker.) 

These principles have been utilized 
in devising suitable means of improv- 
ing the characteristics of commercial 
types of 60-cycle railway synchronous 

‘converters, with the result that they 
‘have proved themselves much superior 
to their predecessors. 

A paper in defense of standard prac- 
tice in lightning arresters was given 
by E. E. F. Creighton of the General 
‘Electric Company. He said that in a 
-recent investigation conducted by the 


protective devices committee criticisms 
were received of current lightning 
arrester practice as applied to trans- 
mission lines. For the most part prac- 
tice in lightning arresters is standard- 
ized. In fundamental principles there 
have been no changes for many years, 
though improvements in details, espe- 
cially of construction, are still being 
made. In answer to criticisms made 
by a few prominent engineers, it is 
maintained as fundamental that a high 
discharge rate for an arrester is an 
absolute essential. The burden of 
proof falls on those engineers who use 
arresters of low discharge rate. These 
arresters cannot discharge the danger- 
ous lightning surges on overhead lines 
since the current in a traveling wave 
is about 2 amp. for every thousand 
volts of lightning potential. Since 
there are lightning arresters of low 
discharge rate in apparently satisfac- 
tory use, an explanation for this anom- 
aly is found in the use of insulators 
of low arc-over voltage. Either the 
lightning potential is relieved locally 
at the insulator or the resultant travel- 
ing wave is of too low voltage when 
it reaches the transformer greatly to 
endanger the insulation. However, such 
poor line insulation is not a solution of 
the problem of continuity of service. 
Why not save the cost of the useless 
lighting arrester? 

How many arresters should be used 
to protect a six-feeder system? It de- 
pends on the conditions of insulation in 
circuit breakers and the importance of 
continuity of service. According to the 
conditions discussed in the paper, from 
one arrester to seven arresters with 
auxiliaries are needed. 

The use of no arresters was discussed 
in this paper from three standpoints— 
(1) if it is contended that lightning 
is not of sufficient voltage to cause 
damage; (2) if it is considered a better 
investment to put lightning-arrester 
money into spare transformers; (3) if 
it is considered good practice to insulate 
a transformer so highly as to give it 
immunity from lightning. The conclu- 
sion reached. was that each of these 
suppositions is faulty and dangerous. 

A new method of inspection of 
aluminum arresters was proposed, 
based on the fact that the power factor 
of the cells varies considerably accord- 
ing to. their condition. There are 
promises of effecting economies in 
overhauling aluminum arresters and of 
lengthening their life. Experiences 
with a 33-kyv. arrester in service thir- 
teen years without overhauling were 
given. The plates are still in good 
condition. The usual damaging deposits 
of decomposed oil on the aluminum 
film were prevented by using an initial 
rush of charging current great enough 
to throw them off. The electrolyte is 
partly exhausted in strength and needs 
changing. However, the discharge rate 
is still high. 

In the discussion a new valve type of 
arrester was described by Dr. Joseph 
Slepian. 


Union Internationale Will 
Change Name 


HE Union Internationale de Tram- 
ways et de Chemins de fer d’Intérét 
Local has called a meeting to be held 
in Brussels on Feb. 18 to adopt a new 
constitution and by-laws, according to 
the plan already announced, the pur- 
pose being to reorganize so as to con- 
. fine the members of the association to 
the Entente and allied nations and neu- 
tral countries. At the same time the 
plan is to include the words “transports 
publics automobiles” in the name of the 
association so that its complete name, 
when rendered in English, will be the 
international Street and Interurban 
Railway and Bus Association. 

Other changes in the constitution on 
which a vote was to be taken on Feb. 
18, in addition to excluding companies 
in the Central Powers, are as follows: 

The executive committee is to consist 
of not less than ten nor more than 
twenty members (instead of not less 
than seven nor more than fifteen) and 
three vice-presidents instead of two. 

The official language of the associa- 
tion will be French instead of both 
French and German, and the proceed- 
ings will be printed only in French. 
There is a slight change made in the 
annual dues, which are based on the 
gross receipts and are payable in Bel- 
gian francs. The dues for individual 
members proposed are 40 francs instead 
of 20 franes a year. 


Accident Prevention on Electric 
Railways 


HE following bibliography in re- 
gard to accident prevention on elec- 
tric railways has recently been compiled 
by Miss Mary B. Day, librarian National 
Safety Council of Chicago: 
INDEXES 


Industrial Arts Index, published by the 
H. W. Wilson Company, New York. See 
references to magazine articles under the 
subjects ‘‘Electric Railroads—Accidents” and 
“Street Railroads—Accidents.”” These in- 
dexes index such publications as ELEcTrRIc 
RAILWAY JOURNAL, Electrical Review, etc. 

Nationah Safety Council, Proceedings, 
1912 date. See references under subjects, 
“Electric Railway Section” and “Electric 
Railways.’ Each year an analytical index 
by subject and author is got out for the 
Proceedings. In 1918 a cumulative index 
covering the seven preceding years was 
compiled. This cumulative index appeared 
in the 1918 Proceedings. 

National Safety Council News. Six 
months’ index appears in January and July 
issues. See references under ‘“Hlectric Rail- 
ways” and “Street Railways.” 


BULLETINS 


National Safety Council, Electric Rail- 
way Bulletins suitable for posting on com- 
pany bulletin boards. Some two hundred 
have been issued up to date. They come out 
each month and are included in National 
Safety Council service. 


CoMPANY BULLETINS 


Brooklyn Rapid Transit, Instruction 
Branch, Surface Transportation Depart- 
jment, Bulletin board bulletins. 

/ East St. Louis and Suburban Railway, 
Bulletin board bulletins. 

Columbus Railway Power & Light Com- 
pany, Safety school bulletins. Bulletin 
board bulletins. 

Puget Sound Traction, Light & Power 
Company, Bulletin board bulletins. 


MISCELLANEOUS PUBLICATIONS 


American Electric Railway Association, 
Accidents and safety work. An outline of 
the safety organization and activities of a 
large number of companies, together with 
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statistics showing the number, kind and cost 
of accidents, 1921. (Typewritten.) ay 

American Hlectric Railway Association, 
Legal requirements covering the carrying 
of jacks on cars, 1920. (Typewritten.) 

Andrews, H. L., Safety Cars, 1919. (Pre- 
sented at eleventh annual convention of the 
Wisconsin Electrical Association.) (Pam- 
phlet.) , 4 A 

Brooklyn Rapid Transit Company, Joint 
Efficiency Campaign leaflets: 

Air brake efficiency, 1917. Baseball and 
safety, 1917. Blind accidents, look out for 
them, 1917. Eyes, 1917. Fire lessons, 1917. 
Fire losses, 1917. Good housekeeping, 1917. 
Motors and brakes, 1917. Our motormen 
and your drivers, 1916. Questions, 1917. 
Save power, 1917. When accidents happen, 
1917, : 

Brooklyn Rapid Transit Company, Bul- 
letins, numbers 1-5. Pamphlets 1914: 

Safety organization system, 1914. Brook- 
lyn’s safety crusade, 1914. If you must 
hurry, 1916. 

Beaver Valley Traction Company, Father, 
mother, teacher. (Pamphlet.) 

Beaver Valley Traction Company, Hm- 
ployees’ service code, n.d. _ (Pamphlet.) 

Cordell, Henry, Safety rules for men in 
the mechanical department. (In Safety 
bulletin of the Bureau of Safety, December, 
1920, pages 14-15. 

DeBlois, L. A., Safety in the one-man car, 
1921. (Typewritten sheets.) 

Bast St: Louis and Suburb&’an Company, 
Safety first bulletin, 1915. (Pamphlet.) 

Handlon, J. H., How to avoid accidents, 
(Pamphlet.) 

Handlon, J. H., For humanity’s sake, 
1918. (Pamphlet.) Issued by United Rail- 
roads of San Francisco, Cal. 

Hill, O. R., Observations on braking. In 
Safety. Bulletin of the Bureau of Safety, 
March, 1920, pages 13-14. 

Johnson, F. .. The prevention of ac- 
cidents, 1910. McGraw-Hill Book Company, 
New York. (Pamphlet.) 


Milwaukee Electric Railway & Light Com- 
pany, Primer of precaution published in the 
interests of “Safety First.” 1916. - (Pam- 
phlet.) 4 

Milwaukee Hlectric Railway & Light Com- 
pany, Some aspects of one-man safety car 
operation, with special reference to the 
Milwaukee ‘situation, 1921. (Typewritten.) 

Memphis Street Railway Company, 
Smooth operation leads to safety, 1916. 
(Pamphlet. ) 

McDougall, R. E., Electric Railway haz- 
ards. In Safety bulletin of the Bureau of 
Safety. November, 1920, pages 14-15. 

Quebec Railway, Light & Power Company, 
Prevention of accidents, 1916. (Pamphilet.) 

Quebec Railway, Light & Power Company, 
Slipping rails, 1916. Accident reports, 1917. 

San Francisco-Oakland Terminal Rail- 
ways, How to get a good coasting record, 
1917. (No. 20.) (Pamphlet.) 

Union Pacific System, Common standard 
specifications number 1,022. Wlectric light, 
power supply and trolley lines crossing 
railroad tracks and rights of way, 1920. 

United States Bureau of Standards, Data 
on electric railway track leakage, 1916. 
(Technologic paper No. 75.) (Pamphlet.) 

United States Bureau of Standards, Na- 
tional electrical safety code, 1921. (Third 
edition No. 3.) (Pamphlet.) 

Winnipeg Electric Railway, Circulars: 

Car service efficiency, 1916. (Circular No. 
13.) Economy and prevention, 1914. (Cir- 
cular No. 5.) Gongs, 1915. (Circular No. 
Old timers’ association—Safety First, 

(Circular No. 3.) Safety first, slip- 
ping rails and railway crossings, 1917. (Cir- 
cular No. 15.) 


TRADE CIRCULARS ISSUED BY MANUFACTURERS 


The National Safety Council Library has 
on file an up-to-date file of trade circulars 
of manufacturers who sell or manufacture 
various safety devices 
railways. Lists will be furnished upon re- 
quest. 


Committee on Safety Work 


HE first meeting of the committee 
on safety work of the Transporta- 
tion & Traffic Association was held in 


Pittsburgh on Jan. 25. Those present 
were E. D. Reed, D. E.. Parsons, Claude 
L. Van Auken, G. T. Seely and W. H. 
Boyce. The discussion was active and 
many helpful ideas were brought out. 

It was decided that the task of this 
committee would be to secure the active 
co-operation of all utility managers and 
department heads by, in the somewhat 
overworked words of the day, “sell- 
ing the idea of safety to them.” To 
do this it was decided that the form 
of the report should not be along lines 
similar to the reports of other commit- 
tees. Instead, the committee decided 
that its report should have a cartoon 
cover and be illustrated with cartoons 
or photographs, that ‘the appeal or sales 
talk of the committee be made. the body 
of the report, and that the appendixes 
contain a partial bibliography, statis- 
tics as to what had been accomplished 
on other properties, outlines of various 
methods of putting safety campaigns 
into effect, ete. It was also deemed 
advisable that the committee get in 
touch with the heads of the four other 
associations and request that the com- 
mittee be permitted to furnish a three 
to five minute talk on safety at each 
meeting held by these other associa- 
tions, and also attempt to secure the 
right from these other associations to 
run safety slogans on each page of each 
pamphlet that it puts out. The argu- 
ment for this privilege would be, not 
that the safety committee work is any 


more important than that of any other 
committee, but entirely from a human- 
itarian standpoint—the conserving of 
life and limb. 

The committee decided to attempt to 
have the advertising section of the 
American Electric Railway Association 
send out a pictorial broadside contain- 
ing a small amount of wording, to de- 
pict in this way.to the various manage- 
ments some of the methods found suc- 
cessful to other companies. It was sug- 
gested that on the broadside a card 
be attached, addressed to the person 
who opens the mail, calling attention 
to the fact that he may be the means of 
causing a life or lives to be lost if he 
does not send ithis pamphlet on to the 
person addressed or to the highest offi- 
cer of the company. 

It was decided that the committee, 
with the approval of the proper officers 
of the association, should hold a safety 
exhibit of newspaper, car card, bulletin 
board, dash board, and pamphlet adver- 
tising at the midyear meeting and that 
it should attempt to get the National 
Safety Council to furnish a part of this 
exhibit properly mounted. A similar 
but larger exhibit will be made at the 
annual meeting, if the plans of the com- 
mittee are followed out. The committee 
will also ask the presidents of other 
companies that have continuously con- 
ducted safety work for several years 
past to give a brief outline of their 
experience with safety—an expression 
in just a few words as to the concrete 
results that continuous safety work had 
accomplished for those properties in the 
prevention of accidents, increasing 


in use by electric. 


morale and efficiency, and the saving 
of dollars and cents on their property; 
then show other operators throughout 
the country, through magazine articles, 
what the managements of properties 
that have been engaged in continuous 
safety work think of such work. 

The committee will ask the editors of 
the technical papers to publish a differ- 
ent one of these articles each month 
between now and convention time. The 
chairman of the committee agreed to 
secure the data necessary for the pub- 
lishing of an article concerning the dif- 
ferent safety methods and plans used 
on various properties throughout the 
country, _ 

The committee realizes that one 
really serious ‘question that confronts 
it is how to get companies who had 
tried haphazard, unorganized safety 
methods from which they, of course, did 
not receive the proper results, to make 
another effort but try properly planned, 
organized and continuous safety work. 
The committee was of the opinion that 


‘although the campaign methods of 


safety work are better than nothing, 
the only true value that can be re- 


ceived from safety work is the sort . 


of safety work that is done continu- 
ously. The ‘committee believes that 
every railway company should be doing 
safety work continuously on a well de- 
fined program. _The point was also 
brought out that while the money spent 
on accidents and taxes is not produc- 
tive to the benefit of a street railway 
company, there might be some argu- 
ment in favor of the taxes, but abso- 
lutely none in favor of accident cost. 
Mr. Parsons of the safety committee 
is to prepare, probably as an appendix, 
a set of questions and answers for 
“anconverted” managers, such as this 


one, which would probably be the first © 


to be asked: “If all the men in the 
operating department obeyed all the 


rules in the book, would there be any: 


need for safety work?” 

Decisions in connection with the 
association were as follows: Secure a 
three-minute speaker for each meeting 
at the convention, provided this privilege 
is accorded; see if Aera will give a 
cover, before the convention, devoted 
to safety; publish in Aera, in the name 
of the safety committee, an open letter 
to railway managers, asking each what 
he is doing for safety. 

One problem of the committee is to 
show how collisions with autos can be 
decreased by continuous safety work. 
It intends to prove that accident pre- 
vention does not cost a great deal of 
money compared to the claim depart- 
ment cost and for the benefit derived. 

The committee believes in, approves 
of, recommends and will support the 
National Safety Council, yet out of 
more than 900 railways but 110 were 
supporting this council last year. 

It was decided that at the next meet- 
ing of the safety committee, which will 
be held at the Hotel Claypool, Indian- 
apolis, Feb. 27, 1922, or prior to that 
time, some members of the committee 
should meet with some members of the 
National Safety Council to secure their 
ideas on selling the idea of safety. 
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News of the Electuc Railways 


FINANCIAL AND CORPORATE TRAFFIC AND TRANSPORTATION 


Purchase Outlook Improved 


Better Spirit Appears to Prevail at 
Detroit Since Purchase Negotiations 
Have Been Resumed 


Negotiations between the Detroit 
(Mich.) United Railway and the Street 
Railway Commission of the city of 
Detroit arranged for following the 
recent meeting of stockholders of the 
company have apparently brought the 
two parties near a settlement although 
a price satisfactory to both parties has 
not been reached. 


City OFFERS $19,500,000 For LINES 


It was announced following the meet- 
ing on Feb. 17 that the city had offered 
the company $19,500,000 for its entire 
city system. This corresponds closely 
with the offer made by Mayor Couzens, 
of $16,500,000 plus the difference 
between the assessed value of the 
company’s real-estate in 1919 and the 
actual value of the real estate at the 
present time. 

In attempting to compare the city’s 
first offer with the counter. proposal 
made by the representatives of the 
Detroit United Railway, difficulty was 
experienced due to the fact that two 
different bases were used in the two 
offers. Negotiations were adjourned to 
permit the division of the property into 
classes such as tracks, real estate etc. 
and place a price on each classification. 
The city’s offer of $19,500,000 quickly 
followed. 

The company’s representatives met 
the city’s offer with a counter proposal 
naming $20,000,000 as a price on the 
company’s city system exclusive of its 
real ‘estate and carhouse in Highland 
Park. This property, the city claims, 
is necessary for the completion of the 
city-owned system. 

The stockholders were represented by 
A. Avila Gingras, who made a plea 
to the commission to revise its offer to 
bring the figure named to agree more 
closely with the company’s figures. 
The company’s offer to sell at $20,000,- 
000 if the carhouse ‘and shops in High- 
land Park were not included, the city 
refused to consider as it regards these 
as essential to the operation of the 
municipal railway under the present 
plan of expansion. 


Mayor Not AT CONFERENCES 


Mayor Couzens was not present at 
the conferences held late in the week. 

_ The city was represented by G. O. Ellis 
and H. H. Esselstyn, members of the 
Street Railway Commission; Clarence 


E. Wilcox, corporation counsel; Joseph : 


S. Goodwin, general manager of the 
municipal system, and Ross Schram, 
assistant general manager. 

The company was represented by A. 
Avila Gingras and J. C. Butterworth, 


} 


directors; J. C. Hutchins, chairman of 
the board; E. J. Burdick, the general 
manager, and HElliott G. Stevenson, 
counsel, 

The company’s proposal to revise its 
offer to permit the city to purchase 
that part of the property in Higniand 
Park east of the Second Avenue go as 
to give the city the carhouse but permit 
the company to retain the shops and 
acreage is being considered by the 
commission in an attempt to reconcile 
it with the $19,500,000 price. The 
commission’s recommendatons are to 
be reported to the Mayor and when 
an agreement is reached between the 
Mayor and the commission in regard 
to the revision of the offer rurther 
negotiation will be carried on with the 
company’s officials. 

The mandamus action to require the 
city to enforce the provisions of the 
ouster ordinance to compel the Detroit 
United Railway, to remove its tracks 
from Fort Street and Woodward 
Avenue has been dismissed by Judge 
Marschner because of the failure of 
the plaintiff to obtain service on the 
Mayor, members of the Council and 
other city officials named. Attorneys 
for the plaintiff announced that. a new 
action is to be filed naming all the city 
officials connected with the administra- 
tion of city ordinances. 


Illinois Central Getting Ready 
for Electrification 


Announcement has been made that 
President C. H. Markham of the Illinois 
Central Railroad, will present a propo- 
sition to the stockholders on April 19, 
involving authorization of an issue of 
$50,000,000 preferred stock to be sold at 
various: times as needed in the work of 
electrifying the lines in Chicago and 
constructing new freight and passenger 
facilities. As has been discussed in 
these columns before, the Illinois Cen- 
tral entered into a contract ordinance 
passed by city of Chicago on July 21, 
1919, whereby it agreed to begin elec- 
trification of the lines within the city 
within five years and to complete this 
work within five years more. 

Since the contract ordinance was 
entered into, the company has been do- 
ing a great deal of work leading up to 
the decision as to the system of elec- 
trification which will be used and bear- 
ing on the many correlated problems in- 
volved in the very extensive improve- 
ment of the whole lake shore area oc- 
cupied by the railroad. No decision has 
been reached as yet as to the system of 
electrification, but it is expected that an 
announcement will be forthcoming in 
the near future. The financial plan, as 
proposed, will be such as to enable the 
directors to take advantage of market 
conditions in disposing of the preferred 
stock. 


Service-at-Cost Amendment 


Explained 
Full explanation of the provisions of 
the bill introduced jointly in the 


Legislature of New York has been 
made by Senator Homer E. A. Dick 
and Assemblyman Simon L. Adler, 
Rochester, which bears on the service- 
at-cost street railway contract of that 
city. 

The measure in question is still 
in committee, but is expected to be 
favorably reported soon. The bill 
amends the public-service-commission 
and transit-commission laws by adding 
three subdivisions thereto, being added 
to section 49 and chapter 48 of the con- 
solidated laws. 

Subdivision 9 defines a service-at-cost 
contract. Subdivision 10 authorizes 
municipal corporations and street sur- 
face railroad corporations to-enter ‘into 
such contracts. Subdivision 11 provides 
for the approval of such contracts by 
the Public Service Commission. The 
proposed bill applies only to municipal 
corporations having a population of less 
than 1,000,000. 

In explaining the provisions of the 
new measure the sponsors of it said: 


In general, it may be said that the pub- 
lic, the railroad company, the municipal 
corporation and the Public Service Commis- 
sion are all benefited by this bill. Where 
in any community the citizens as repre- 
sented by the municipal corporation may 
enter into an agreement with the railroad 
company, and where the railroad corpora- 
tion so desires, there seems to be no valid 
reasons for not permitting such harmonious 
co-operation, The Public Service Commis; 
sion is relieved thereby from the possibility 
of continual rate cases with respect to any 
surface railroad corporation entering into 
such an agreement for the life of the con- 
tract. A considerable sum is saved to the 
street railroad company and to the munic- 
ipal corporation by doing away with liti- 
gation and the tremendous expense of 
experts. 

It is to be specifically noted that a safe- 
guard is continued by providing that before 
the contract shall be effective it shall be 
approved by the Public Service Commission 


Pacific Electric States Its Case 


To explain its position in the present 
controversy over rate increases granted 
by the California State Railroad Com- 
mission, the Pacific Electric Railway, 
Los Angeles, has issued a ten-page 
pamphlet, called “Should the Users of a 
Public Utility Pay the Cost of Sery- 
ice?” The history of the rate case is 
reviewed, the valuation statistics dis- 
cussed, and the final rate adjustments 
restated. All of the topics have been 
discussed in the reports of the commis- 
sion and may be found in preceeding 
issues of the ELECTRIC RAILWAY JouR- 
NAL. After reminding the reader that 
stockholders have never received a 
dividend, the pamphlet concludes: 


Finally, this company desires to serve 
well the public convenience. It asks only 
a fair return on its property. It wants all 
rates established on a just and reasonable 
basis. It asks your co-operation in solving 
the present problem. 
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Montreal Contract Is 
Exacting 


Explanation of Service-at-Cost Agree- 
ment Made by President of 
Commission 


The service-at-cost contract between 
the Montreal (Que.) Tramways and the 
city of Montreal, recently the subject 
of an address by J. F. Saint-Cyr, presi- 
dent of the Montreal Tramways Com- 
mission, divides the authority among 
the representatives of the city, tthe com- 
pany and the commission. This last 
body was appointed the latter part of 
April, 1918, following the acceptance 
of the contract by city and company on 
Jan. 9, 1918. The revenue is to be dis- 
pensed in the following order: operat- 
ing expenses and taxes, maintenance 
and revenues, return on capital invested, 
city rentals, and contingent reserve 
fund. 

City rentals are an additional re- 
quirement to the city taxes. In the 
United States a commission of inquiry 
in 1919 held one of the essentials of 
a service-at-cost contract to be that the 
companies be free from taxes and im- 
posts. The Montreal contract, how- 
ever, held that the company should pay 
what corresponds to the rental for- 
merly paid to the city. It further stated 
that this should be collected, not from 
the general taxpayer, but from the 
traveling public.’ Mr. Saint-Cyr ex- 
plained that the nature of this tax must 
thus be “construed as an indirect tax 
levied on passengers on the city’s ac- 
count.” 

The surplus is divided so that 20 per 
cent goes to the company, 30 per cent 
to the city, and 50 per cent to the 
fares reduction fund. 

Operation under the contract for the 
period from February, 1918, to June 30, 
1919, resulted in a deficit of $1,364,111. 
Mr. Saint-Cyr explained that this was 
due to a lowered fare rate enacted in 
October, more than three months after 
the beginning of the fiscal year. The 
reduced fare was the result of an appeal 
by the city to the rate set by the Pub- 
lic Utilities Commission. When the 
commission again raised the fares, the 
means provided in the contract for over- 
coming a deficit, the city again forced 
a reduction. 

That year’s deficit amounted to $364,- 
700. Though there was no appeal the 
third year, the company had to do cer- 
tain street repairing at the request of 
the city, resulting in a deficit for 1920-21 
of $239,022. Thus the 1921-22 period 
was started with an accumulated bur- 
den of $1,967,934. 

Mr. Saint-Cyr accompanied his ad- 
dress with a tabled analysis of the com- 
pany’s finances. Snow removal, a cost 
borne by no other company, according 
to Mr. Saint-Cyr, cost the city $217,152. 
For 1921, the company’s figures are 
as follows: 
Gross receipts 
Expenditure 

Operating expenses and taxes 


Maintenance and renewal fund 
Fixed charges 


Sees DM rere $11,773,004 


6.375,283 
2,529,055 
3,107,689 


$12,012,027 
$239,022 


Deficit 
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The valuation of the company is 
stated in the contract as $36,286,295. 
The company receives a 6 per cent re- 
turn on its capital value, but pays 43 
per cent and 5 per cent on its bonds and 
thereby is able to pay a 10 per cent 
dividend on the par value of the capital 
stock. No dividends were paid the first 
year of the contract, but they were 
subsequently resumed. 

The average fare in Montreal is 6.10 
cents, the single fare zone measuring 
68 square miles. The Montreal Tram- 
ways Company succeeded, in 1911, the 
Montreal Street Railway, which in turn 
had taken over the Montreal City 
Passenger Railway. The Montreal 
Tramways Company also absorbed the 
Montreal Park & Island Railway and 
the Montreal Terminal Railway. 


Bus Operators Oppose Regulatory 
Measure 


A new ordinance for regulating the 
operation of motor buses in Anderson, 
Ind., was introduced in the City Council 
recently and, after a first reading, there 
was a short debate among members of 
the Council. Further action on the 
ordinance was deferred until the next 
meeting of the Council body. 

The measure introduced at Anderson 
is similar to an ordinance recently 
passed by the City Conucil at Muncie. 
It proposes that motor buses be pro- 
hibited from operating along streets 
traversed by city street cars. It also 
regulates the capacity of motor buses 
and: provides for a license fee of $25 
to $35 a year, according to the size of 
the vehicle. The ordinance also would 
require bus owners to furnish an 
indemnity bond or liability insurance. 

The bus operators assert the meas- 
ure is class legislation, and said they 
would take the matter into court, if 
the ordinance is passed. The Council 
indicated that the measure would be 
adopted at the next meeting. The bus 
operators contended that the ordinance 
is favorable to the Union Traction 
Company. 


Ohio Line Fights Buses 


The Maumee Valley Railways & 
Light Company, Toledo, Ohio, has 
started a war on the buses which oper- 
ate between Toledo and the up-river 
towns of Maumee and Perrysburg. Of- 
ficials of the railway, which has been 
operating under a receiver for a year, 
have informed both municipalities that 
it is a question of whether bus trans- 
portation or electric cars shall stay. If 
the buses are not barred from com- 
peting on the present basis the railway 
will withdraw its cars. 

The railway officials say that the 
Perrysburg side of the valley line is 
losing $600 a day at present rates. The 
bus owners declared to members of the 
Perrysburg Council that they have only 
entered the business because of the de- 
mands from citizens for service. They 
claim to be able to save the average 
suburban workingman about $4 a 
month on his transportation to ana 
from the city. 
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Bus Order Upheld 


Toledo Vehicles Must Respect Order 
Barring Them from Downtown 
District e 
Buses in Toledo, Ohio, must continue 
to obey the order of Safety Director 
Gilson Light barring them from down- 
town streets, for the Court of Appeals 
has reversed the decision of Common 
Pleas Court by a vote of two to one. 
_ The bus owners immediately an- ~ 
nounced that they would appeal the 
case to the Supreme Court, but city 
attorneys have pointed out that there 
is no way of appeal left open. The ordi- 
nance_has been held constitutional by 


ithe Supreme Court already. 


Buses BARRED DOWNTOWN 


The bus operators had contended that 
the order barring them from downtown 
streets deprived them of property with- 
out due process of law; that the order 
was unreasonable, and that the safety 
director had no power under the ordi- 
nance to issue the order. The majority 
opinion declared: 


The evidence offered on behalf of the 
city proves beyond all question that the 
restricted area is highly congested and 
that the operation of buses adds very 
materially to the congestion. 

If the order of the safety director was 
made wholly or in part with the view of 
furthering the safety of pedestrians in 
crossing the streets, it certainly is com- 
mendable. 

The conclusion reached on the power 
of the director to exclude buses was as 
follows: 


It appears from the language above 
quoted (section of the ordinance) that 
the director of public safety has full 
power to establish routes and to exclude 
bus service from certain streets or parts 
of streets in the interest of public wel- 
fare, and that the regulation and control 
of buses operated for hire is imposed upon 
that official and that the ordinance gives 
to the director the power to require li- 
censees to comply with the regulations 
established. 


They also held that the order violated 
no constitutional right of the bus 
operators agreeing that a bus license 
did not confer a property right to them 
in the street. 

Judge Chittenden did not coneur with 
Judges Richards and Kinkade on the 
point of power granted to the director 
by the ordinance. He contended that 
the ordinance provided for appeal in the 
case of refusal of license and that if the 
section gave the director arbitrary 
power to define the routes it was a 
virtual annulment of appeal. 


Fewer BUSES IN SERVICE 


Street Railway Commissioner Wil- 
fred E, Cann, who has been checking 
regularly the operations of buses, de- 
clared that the number in operation had 
dropped from about ninety to seventy 
since the order has been in effect. 

January operations of the cars of the 
Community Traction Company will net 
about $6,500 afiter all fixed charges and 
apportionments to funds have been met. 

Commissioner Cann is now preparing 
his annual report to be presented to 
Council when that body is organized to 
receive it. The deliberations of the 
Council have been held up by a fight in 
that body. 
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‘Industrial Class Plan For 
Subway 


Peak Traffic Would Be Distributed 
Over Two-Hour Period Under 
Proposed System 


Distribution of the peak traffic on 
New York city subway lines over a 
two-hour period may result.in the use 
of a method whereby each class of 
workers begins and quits work at the 
same time. Daniel L. Turner, consult- 
-ing engineer of the Traction Commis- 
sion, hopes that with this method em- 
ployers will not fear the proposed sys- 
tem, for one employer would compete 
on equal terms with another. 


TENDENCY OF TRAFFIC ALWAYS 
| CHANGING 


Changes in the tendency of travel 
are most acute, of course, in the morn- 
ing and in the late afternoon, accord- 
ing to Mr. Turner, or from 7:30 to 

' 9:30 and from 5 to 7. Mr. Turner, in 
_ discussing his plan, said: 


In the morning 9.7 per cent and at night 
10.2 per cent of the total twenty-four-hour 
two-direction traffic is carried in one direc- 
tion. This means that during the home- 
ward rush hour at night, or during the 
most intensive hourly traffic period, more 
than 10 per cent of the total twenty-four- 

hour traffic is carried during less than 
2 per cent of the total twenty-four-hour 
traveling period. 

In the past, traffic on the street rail- 
Way, subway and elevated lines in New 
York City has nearly doubled every fif- 
teen years. The average daily traffic of 
all lines is now nearly 6,500,000. The 
total traffic carried during the year 1920 
on all lines was approximately 2,365,000,- 
000—approximately double the number of 
passengers carried on all of the steam rail- 
roads in the country. This was an increase 
over 1919 of nearly 285,000,000 passengers. 
Reduced to months, it means that during 
the average month of 1920, 23,000,000 more 
passengers were carried than during the 
average month of 1919; or, reduced to days, 
it means that during the average day in 
1920, 750,000 more passengers were carried 

hon during the average day in 1919. 


4,200 ADDITIONAL PASSENGERS A DAY 


Expressed in another manner, it means 
that on every day during 1920, nearly 4,200 
more passengers were carried than on the 
preceding day. Or it means that the in- 
crease in traffic each day over the preceding 
day was equivalent to the capacity of nearly 
four 10-car subway express trains. 

New facilities cannot be made available 
in less than five years. It is therefore of 
the utmost importance that the capacity 
of the existing facilities be utilized to the 
maximum extent possible. In my judgment 
there is no other single thing that can 
be done which will be as efficacious in en- 
abling the existing facilities to do their 
maximum work as the spreading of the 
traffic peak. 

Utilizing the existing facilities during 
the entire two-hour period to the same ex- 
tent as they are utilizied during the maxi- 
mum fifteen-minute period would enable 
the existing city-owned lines to carry 60 
per cent. more passengers than they now 
earry. A transit line will develop during 
the twenty-four hours of the day an amount 
of traffic proportional to its traffic capacity 
at the peak of the traffic period. This 
would mean in the case of the Interborough 
alone, that it could carry 3,200,000 pas- 
sengers instead of 2,000,000 passengers a 
day. But what this would really mean 
in the case of all city-owned lines can 
best be shown by measuring the increase in 
capacity with the cost of new facilities 
which would be necessary to provide for it 
with the present degree of use. 

Contracts 1, 2, 3 and 4, covering all of 
the city-owned fapid transit lines in opera- 
tion, have cost the city and companies to- 
gether to produce to date approximately 
$454,000,000. Sixty per cent. of this is 
$272,000,000. A large portion of these 
facilities were constructed under pre-war 
prices. To reproduce them now would 
probably cost at least $500,000,000. There- 
fore, spreading the traffic peak evenly over 
the two hours morning and night would in 
this sense increase the capacity of the 

_existing facilities as much as new facilities 


| 


ELECTRIC RAILWAY JOURNAL 


costing perhaps from $200,000,000 to $300,- 
000,000 could represent. 


Real estate will increase in value in 
the outlying districts under the new 
system, according to representatives of 
realty companies. 


3,600,944 Fewer Passengers 
in Atlanta in 1921 


A total of 93,210,072 passengers were 
earried by the Georgia Railway & 
Power Company, Atlanta, Ga., during 
1921, whereas during the previous year 
96,811,016 rode on the cars. Accidents 
of every sort were registered, and num- 
bered 5,977, a decrease of 770 over the 
preceding year. Only one person was 
killed while riding on the cars of the 
company. 

Other statistics given at the company 
offices included taxes which amounted 
to $916,764 as against $776,633 for 1920; 
number of employees on Dec. 31, 1921, 
3.088; improvement of electrical service, 
$298,613; track and paving work, 
$258,079, and $358,741 for improve- 
ments in Atlanta and Decatur. 


More Frequent and Cheaper 
Service Promised 


Both cheaper and better service are 
promised the patrons of the Southern 
Cambria Railway, Johnstown, Pa., after 
March 1, according to a recent state- 
ment of George Palm, general manager 
of the company. Books containing 100 
zone tickets will be reduced $1, that 
is from $7.50 to $6.50. There will also 
be smaller books for sale containing 
fifty-two tickets at a cost of $3.50. 
Special rates between Johnstown and 
South Fork and between Nant-y-glo and 
Ebensburg will be offered to workmen. 
Students’ tickets will be lowered at the 
rate of 1 cent per zone. 

There will be more frequent service 
provided for passengers. To facilitate 
freight handling and for the benefit of 
local shippers there will be a later 
freight service in the morning and 
afternoon. 


746 Employees Enabled 
to Buy Homes 

The United Railways Savings & 
Loan Association, St. Louis, Mo., has 
made application to the Secretary of 
State of Missouri to increase the capi- 
tal stock from $4,000,000 to $5,000,000. 
The. association, a separate corporation 
not affected by the receivership cover- 
ing the United Railways, St. Louis, is 
composed of 5,000 employees of that 
company and members of their fami- 
lies. It has assets in cash and real 
estate mortgages totaling about $1,500,- 
000. 

The association was started six years 
ago with 125 charter members and 
capital stock of $1,000,000. Its growth 
has been steady, and the monthly re- 
ceipts at present average more than 
$100,000. Through the association 746 
employees have been enabled to build or 
buy homes, and others are building or 
buying at the rate of from ten to fifteen 
every month. 

Six per cent interest is paid on sav- 
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ings deposits, and depositors are per- 
miited to draw out their savings at 
any time without loss of principal. 
There are comparatively few with- 
drawals. Those who get building loans 
find that the net cost is less than 4 per 
eent. United Railways management 
furnished the association with offices 
rent free and contributes $200 a month 
toward overhead expenses. 


Commission Activities to Relieve 
Traffic Congestion 


Chief Engineer, H. Z. Osborne, Jr. 

of the Los Angeles, Cal., Board of 
Public Utilities declares in his report to 
the Board of the activities to date of 
the Greater Los Angeles Traffic Com- 
mission that Los Angeles must have 
subways under the central or con- 
gested section of the city. This com- 
mission is making a thorough study of 
the traffic problems of the city, and will 
recommend a step-by-step program to 
relieve the congestion in the city 
streets for the present and for the 
next fifteen years. The organization 
of this Commission was authorized by 
the Board of Public Utilities and the 
City Council as a means of bringing 
together in one body all the civic organ- 
izations and citizens interested in ob- 
taining relief for the city’s traffic prob- 
lems. 
‘ Mr. Osborne states that one of the 
first steps he believes must be taken is 
to remove from the streets of Los 
Angeles the cars of the Pacific Electric 
Railway and to place them in subways 
so that these lines can furnish rapid 
transit to Hollywood, the beaches, the 
San Gabriel Valley cities, towns and 
other suburbs which they serve. He 
further states that with subways under 
the central portion of Los Angeles for 
much of the street railway traffic, 
Hollywood, Vineyard Station, Watts, 
Covina Junction and similar suburban 
points of the Pacific Electric Lines will 
become distributing stations where 
main-line suburban trains from the sub- 
ways can distribute their passengers to 
all suburbs. 

The Traffic Commission is also re- 
studying the parking conditions in the 
downtown streets as they are so regu- 
lated by ordinance, and it is possible, 
considering the relation that the park- 
ing regulations downtown bear to the 
traffic congestion it will be recommended 
that even more drastic regulations be 
enforced than now exist, so that auto- 
mobiles, street cars and pedestrians 
can move more rapidly in the down- 
town section. 


City Will Appeal 

According to an order of a district 
court sitting in the city of Helena, 
Mont., the Helena Light & Railway 
Company can abandon its Kenwood line 
which is being operated at a loss. The 
judge accordingly threw out the city’s 
claim that according to its franchise 
the line cannot be abandoned. The city 
will appeal to the Supreme Court from 
the order authorizing the tearing up of 
tracks on this line. 
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Spartanburg Votes Against 
Amendments 


By a vote of 639 to 320 the voters of 
Spartanburg, S. C., on Feb. 14 regis- 
tered their protest at the polls to grant- 
ing amendments to the franchise of 
the South Carolina Light, Power & 
Railway Company. The proposed 
amendments to the franchise were as 
follows: 

1. The rate of fare therein provided shall 
be 7 cents. 

2. The railway extensions provided for to 
Clifton Mill No. 8 and Whitney Mill is 
repealed. ! 

3. Existing contract to repair the city as 
set forth in Section 5 of the said_franchise 
shall continue, but the City Council is 
authorized to enter into such arrangements 
in -connection therewith as it deems most 
advantageous to the city’s interests. 

4, That the maximum rate for gas shall 
not exceed the present rate of $2 per 1,000 
cu.ft. 

Many were prevented from voting be- 
cause they had not paid their poll tax. 
Disappointment over the outcome of 
the election was expressed by G. B. 
Tripp, receiver of the property. 


Will Consider. Electrification.—A_ re- 
quest from interested municipalities for 
the electrification of the Galt-Elmira 
branch of the Grand Trunk Railway, 
which is now a part of the Canadian 
National Railway System, has been re- 
ceived by the dominion government at 
Ottawa. 


Franchise Granted. — A twenty-year 
franchise was recently granted to the 
Chicago & Joliet Electric Railway, 
Joliet, Ill., by the Township Highway 
Commission. Officials of the road have 
announced improvements and changes 
in route. Ingalls Park will now have 
direct service. 


Cost Up to Township.—The Mercer 
County (N. J.) Board of Chosen Free- 
holders has decided that the cost of 
relocating the tracks of the Trenton & 
Mercer County Traction Corporation 
Trenton, N. J., on the White Horse- 
Yardville road is up to the Hamilton 
Township Committee. The township 
committee granted the traction com- 
pany the franchise for the paving of 
the tracks on one side of the road 
several years ago, but the township 
wants them removed to the middle so 
the road can be paved. The cost of 
relocating the tracks will cost about 
$45,000. 


Want State Agency to Study Situa- 
tion.—Creation of an authorized state 
agency to study the rapid transit prob- 
lem in New Jersey is the goal now 
aimed for by the North Jersey Rapid 
Transit Committee. It has appointed 
a sub-committee to draw up a bill pro- 
viding for the state agency, and will 
present it to the Legislature, probably 
on Feb. 23. The North Jersey Rapid 
Transit Committee came into existence 
Dec. 15 at a conference in Paterson, and 
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has for its object increasing the speed, 
convenience and comfort of passenger 
service between New York and com- 
munities in northern New Jersey. 


Columbia Men Strike——Following the 
discharge of twenty-one employees of 
the Columbia Railway, Gas & Electric 
Company, Columbia, S. C., on Feb. 14 
a strike was voted upon by the railway 
employees. On Feb. 16 no cars were 
running on the company’s lines. F. H. 
Knox, president of the company, stated 
that he was preparing a statement ex- 


plaining the company’s position but that 


no plans had been made for the resump- 
tion of service. It is said that the com- 
pany has been operating at a loss for 
some time and that officials intimated 
that relief would have to be forth- 
coming. | 


May Thwart Commission’s Plans.— 
Legislation is to be introduced at the 
present session of the Legislature, 
Premier E. S. Drury has announced, 
which will curb the powers of the 
Hydro-Electric Power Commission of 
Ontario, of which Sir Adam Beck is 
the head. This is the outcome of the 
controversy between Beck and Drury 
regarding the advisability of estab- 
lishing a system of municipally- 
owned hydro-electric radials in western 
Ontario, a government commission 
having reported against the project. 
The new legislation will make it im- 


possible for the Hydro-Electric Com- - 


mission to undertake the construction, 
acquisition or operation of radial lines. 


Portland Improvements Planned.— 
The Portland Railway, Light & Power 
Company, Portland, Ore., is planning 
a number of improvements to follow its 
recent issue of stock. These include 
track and roadway changes to the 
amount of $250,000, installation of 
added tie-line capacity between sub- 
stations, establishment of the outdoor 
type sub-stations as distribution cen- 
ters; placement of new switching appli- 
ances on high tension lines; construc- 
tion of new lines and enlargement of 
the capacity of power station. Approxi- 
mately 1,800 employees of the company 
have subscribed for a total of $300,000 
of the 7 per cent stock. The stock 
issue has been mentioned previously in 
the ELECTRIC RAILWAY JOURNAL. 


Separate Commission Proposed for 
District of Columbia—Senator Dela, 
chairman of the District of Columbia 
Committee, has introduced a bill creat- 
ing a separate Public Utilities Commis- 
sion for the National Capital. The 
present District Commissioners now act 
as a utilities commission. The new 
commission would be appointed by the 
President, two civil commissioners from 
among residents of the District who 
had lived there at least five years and 
ene engineer commissioner from among 
the army engineer corps above the rank 
of captain. The first commissioners 
would serve two, four and six years, 
but subsequent commissioners six years. 
Their salaries would be $5,000 a year. 


Decision Deferred—The decision of 
the board of arbitration on wages and 
working conditions on the Springfield 
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Street Railway and Worcester Consoli- 
dated Street Railway systems has been 
deferred. It was stated that a report 
might be made during the week begin- 
ning Feb. 26.° The illness of Bentley 
W. Warren, representing the companies, 
hindered progress for a time. Testi- 
mony in the case was completed a short 
time ago, but numerous conferences 
have been found necessary before a 
decision could be made. The carmen 
are represented on the board by James 
H. Vahey, and the neutral member is 
James J. Storrow. The decision is 
understood to be binding on both sides. 


Won't Oust Railway. — Prosecuting 
Attorney. Walter H. Ruff, of Stark 
County failed in the Supreme Court to 
oust the Northern Ohio Traction & 
Light Company, Akron, Ohio, from its 
franchise granting it the right. to 
to operate between Canton and Massil- 
lon. The company, maintaining a single 
track between the two cities sought 
from the county commissioners in 1919 
a franchise for double track, agreeing 
to pay $75,000 in three installments, 
the last to be paid July, 1922. None of 
this money having been paid and no 
work on the- project started by the 
company, the prosecuting attorney 
sought to oust the company. The 
Supreme Court refused to grant the 
ouster. 


No Metric System Referendum.—No 
veferendum on the adoption of the 
metric system in the United States will 
be taken at the present time, according 
to a resolution passed by the National 
Council of the Chamber of Commerce. 
The resolution against a referendum 
was’ passed at the meeting held in 
Washington recently. Edmund D. 
Fisher, chairman of the Chamber of 
Commerce committee on metric system 
explained that the committee is nearly 
equally divided on the question of the 
metric system itself, but is unanimous 
that it should go to referendum. George 
B. Chandler of the Connecticut Cham- 
ber of Commerce called attention to 
the fact that of all those who supported 
the metric system there was only one 
representative of industry. This state- 
ment noticeably influenced the Chamber 
of Commerce. 


O’Shaughnessy Plan Recommended.— 
The plan of M. M. O’Shaughnessy, city 
engineer of San Francisco, Cal., for the 
extension of the San Francisco munici- 
pal railway lines into the Sunset dis- 
trict at a cost of $2,467,000, was recom- 
mended to the Board of Supervisors 
recently by its public utilities commit- 
tee. The plan includes the construc- 
tion of a tunnel under Buena Vista 
Park at a cost of $1,900,000. The board 
has already voted $500,000 for track 
extensions. Since last October, when 
the O’Shaughnessy plan was presented, 
the public utilities committee of the 
Board of Supervisors has been holding 
hearings on the proposed extension. 
Residents of the Sunset district have 
cpposed the plan. The details of Mr. 
O’Shaughnessy’s proposal were outlined 
in the ELEcTRIC RAILWAY JOURNAL for 
Cct. 18, 1921, page 662. 
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$1,314,853 Increase in Balance of 
| North American Company 


The North American Company, New 
| York, N. Y., in its annual report for 
| the twelve months ended Dec. 31, 1921, 
| shows a surplus available for dividends 
| amounting to $6,711,142, compared with 
| $5,896,289 in 1920. This is sufficient 
to pay a year’s dividends on the out- 
standing preferred stock and to leave 
. a balance equal to $19.85 a share on 
the outstanding common stock, against 
| $15.11 in 1920 figured on the same 
basis. : : 
| Details of the year’s operations last 
year compared with 1920 are shown as 


| follows: 
1921 1920 
Gross earnings ....$38,853,190 $39,611,162 
Operating expenses - 
and taxes ...... 26,791,256 30,110,350 
\ 
Net income... 3.). 4). $12,061,934 $9,500,812 
Other income....... 307,196 208,673 
Total income ...... $12,369,130 $9,709,485 
| Interest charges .. 4,603,114 3,459,305 
_ Pfd. divs. sub. cos. . 684,565 525,906 
Minority interest in ; 
f Wisconsin group 370,309 327,986 
Total deductions... $5,657,988 $3,313,197 
Balance for depre- 
ciation divs., etc.. $6,711,142 $5,396,288 


The report points out that of the total 
gross earnings for the year 25.19 per 
cent was derived from railway, 58.39 

per cent from electric and heating, 
5.68 per cent from gas and 10.74 per 
cent from coal operations. Of the total 
of $12,061,934 of net income 15.39 per 
cent was derived from railway, 75.20 
per cent from electric and heating, 5.31 
per cent from gas and 4.10 per cent 
- from coal operations. 

Investment in property and plant of 

subsidiary companies on Dec. 31, 1921, 
- was $129,218,529, an increase for the 

year of $9,714,095. 
; Mention is made in the report of the 
increase in the capital stock during the 
year and the creation of a new issue of 
preferred shares, the par value of the 
old stock being reduced from $100 to 
$50 a share for both the preferred and 
common stocks. An offer was made in 
December to common stockholders to 
subscribe to additional stock amounting 
to $10,422,400 par value. 


Plea to Have Boston “L” Bonds 
Made Legal for Savings Banks 


Application has been made to the 
Massachusetts Legislature by James F. 
Jackson, chairman of the board of 
trustees of the Boston (Mass.) Elevated 
Railway to have the company’s bonds 
declared legal for savings banks invest- 
ments in Massachusetts. Under the 
present law the bonds do not come with- 
in the classification under the law 
which requires dividend payments of at 
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least 5 per cent per annum over five 
consecutive years. 

Chairman Jackson told the committee 
his company requires a large amount or 
money for new car shops and needed 
$3,000,000 to build and equip the build- 


ings. It could save $350,000 of that sum - 


by building now, he said, and if the 
necessary legislation could be secured, 
by making its bonds legal for savings 
banks it would tend to ease money con- 
ditions and he believed that the banks 
would invest in the bonds. 
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United Gas & Electric Reports 
Net Gain of $536,845 


The United Gas & Electric Corpora- 
tion, New York, N. Y., for the twelve 
months ended Dec. 31, 1921, earned the 
equivalent of $8.28 a share on its 
$9,284,000 first preferred stock, with- 
out taking into account the large earn- 
ing accruing from its oil properties, 
which on Oct. 31 last showed a net 
after charges and depreciation amount- 
ing to $1,354,832. 

While the gross earnings of the com- 
pany’s subsidiaries increased from 
$11,445,925 in 1920 to $11,898,645, a 
gain of $452,720, its net after taxes in- 
creased from $3,252,387 to $3,789,233, or 
$536,845. Earnings of the properties in 
December, 1921, were very satisfactory. 


Reorganization Plan Approved by Commission 


Another Step Taken at Pittsburgh Toward Rehabilitation of Traction Service 
There Under an Agreement With City Covering Operation for 
a Period of Ten Years 


The Public Service Commission of Pennsylvania approved the agreement 
between the city of Pittsburgh and the Philadelphia Company for the reorgan- 


ization of the Pittsburgh Railways. 


It is expected that other municipalities and 
boroughs surrounding Pittsburgh will now enter into a similar agreement. 


The 


city’s agreement covers the operation of the railway system for a period of 


ten years. 


The commission’s decision stipulates 
that the “program must be effectuated” 
by Sept. 1, 1922. It also extends from 
March 1,-1922, to June 1, 1922, the time 
within which other municipalities join- 
ing in the agreement may select their 
representative on the traction confer- 
ence board. 

The agreement approved provides 
that the Philadelphia Company must 
proceed at once to reorganize the rail- 
ways company or form a new company 
to take over the old company and con- 
vert a!l present mortgages into a single 
mortgage on the entire property of the 
company. 

It is provided that the agreement 
shall not become binding until $5,000,- 
000 is borrowed in the Pittsburgh dis- 
trict to be spent for “betterments, im- 
provements and rehabilitation of the 
street railway system, subject to the 
approval of traction conference board.” 

Within the next thirty days the Phila- 
delphia Company and the Pittsburgh 
Railways must take the steps necessary 
to have the receivers of the railways 
discharged at an early date and the 
property of the company returned to the 
re-organized or the new company. 

A. W. Thompson, president of the 
Philadelphia Company, in a statement 
which he issued, said in part: 

All municipalities interested in the trac- 
tion problem should, we believe, go along 
with Pittsburgh and immediately take steps 
to execute similar agreements with the 
company so that they may co-operate in the 
advantages of the plan. : 

The new organization must raise $5,000,- 
000 in the Pittsburgh district before this 
plan becomes operative. 

Whether or not it can raise the money 
depends entirely upon the citizens of the 
Pittsburgh district. If they will lend their 
support to the raising of this new money in 
the same way that they have supported the 
negotiations of the city, which resulted in a 
contract for the reorganization, the financ- 
ing of this large sum of money is assured. 


As soon as the $5,000,000 is raised, the 
new organization will be in a. position to 


purchase much needed new cars and imme- 
diately make improvements in the service. 

The agreements provide that the com- 
pany shall be allowed an annual net re- 
turn, of $3,750,000 on the public service 
commission’s $62,500,000 valuation, of 
the company’s property. This is at the 
rate of 6 per cent. In addition, the 
company is to be allowed the amount of 
money necessary to cover all operating 
expenses. 

As to fares, the agreement says that 
if, at the end of any quarter, there is a 
surplus of “such amount as, in the opin- 
ion of the majority of the traction con- 
ference board would justify a reduction 
in the car fare,” the city or any other 
municipality in the agreement shall 
have the right to apply to the Public 
Service Commission for a reduction in 
fare sufficient to eliminate the surplus, 
without objection on the part of the 
company. It is also provided that if it 
becomes necessary to increase fares at 
any time to meet requirements the com- 
pany can make application for the in- 
crease without objection by the city or 
any other municipality in the agree- 
ment. 

Persons holding claims or judgments 
against the company for personal in- 
juries or death, sustained prior to the 
appointment of the receivers, the agree- 
ment provides during the next thirty 
days must agree in writing to accept 
payment, without interest, in annual in- 
stalments spread over a period of ten 
years, the first payment to be made 
within two years. 

The new company agrees to assume 
claims arising during the régime of the 
receivers which may be ordered paid by 
the federal court having charge of the 
accounts of the receivers. 

In lieu of the past system of the city 
and the company dividing the cost of 
repaving the streets carrying railway 
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tracks the company agrees to pay a 
lump sum of $200,000 to the city yearly. 

The company is to pay the city $100,- 
000 annually in lieu of present agree- 
ments to pay various bridge tolls, street 
cleaning expenses and certain license 
taxes. 

It is provided that the traction con- 
ference board shall consist of four mem- 
bers, two to be appointed by the Mayor 
with the consent of Council; one by the 
joint action of municipalities signing 
identical agreements with the company 
and one to be appointed by the com- 
pany. The agreement says that in the 
event of other municipalities failing to 
select their representative by March 1, 
1922, three members of the board shall 
be selected by the city of Pittsburgh. 
This provision is changed by the finding 
of the commission extending the time 
limit for other municipalities to June 1. 

The salaries of the members and all 
expenses of the board are not to exceed 
$50,000 a year, the money to be paid by 
the company. 

The details regarding the powers of 
the traction conference board have been 
published in detail previously. Briefly, 
the board is to supervise and control the 
expenditures of the company and in the 
event of either the city or the company 
not being satisfied with its decision, 
there is a provision for arbitration. 


Another Step Taken Toward 
Spokane Consolidation 


Advices from Spokane, Wash., indi- 
cate that an impediment has been re- 
moved that has blocked the negotiations 
for the consolidation of the railway 
lines of the Washington Water Power 
Company and the Traction system, and 
that the negotiations are immediately to 
be resumed. To effect consolidation it 
was found necessary for the Washington 
Water Power Company to take its car 
lines out from under its general mort- 
gage and this required negotiations 
with financial interests in New York. 

Efforts will be made to complete the 
details of consolidation so the matter 
may be submitted to the people at a 
special election on May 2 next. This 
will require preparing amendments to 
the city charter to modify the present 
franchise requirements, the circulation 
of a petition calling the election and 
the publication of the necessary election 
notices. 


$254,339 Increase in Balance 
Available for Dividends 
in Louisville 


The total revenue of the Louisville 
(Ky.) Railway was $4,469,502 in the 
year, as compared to $4,146,507 in 1920, 
and that of the Louisville Interurban 
$96,762 in 1921 compared with $126,930 
in 1920. 

The gross income of the two com- 
panies was $929,541, compared to 
$678,250. the year before. This is figured 
by deducting from the income the ex- 
penses of operations and taxes. Over 


COMPARATIVE INCOME STATEMENT 


, 1921 1920 
Revenue from transporta- 
HOT) ..a cs hee $4,275,434 $3,962,206 
Other operating revenues. . . 194,067 ; 
Total operating revenues. $4,469,502 $4,146,507 
Operating expenses........ 3,273,722 29,187 
Net revenue from opera- 
tions. Fe ar ee Lee ease eA PELE 
Taxes. Snel 0, a ain 363,000 366,000 
Operating income........ $ 832,779 $ 555,319 
Non-operating income: 
Louisville & Interurban 
Railroad net income... .. 87,884 $ 124,255 
Other non-operating in- 
COMM AFIR ER re le 8,877 2,675 
Total non-operating income. $ 96,762 $ 126,930 
Grossincome........... $ 929,541 $ 678,250 
Deductions from gross income: 
Interest on bonds and 
MOLES! ce ae rade ois $ 633,079 $ 632,790 
Amortization of discount on 
BOCES Zsa ee is 5,103 9,207 
Miscellaneous debits. . 163. sey ee. 
Total deductions.......... $ 638,948 $ 641,997 
Balance available for divi- 
dends onstock.......... $ 290,592 $ 36,253 


$638,000 of the gross income was used 
to pay interest on notes and bonds, leav- 
ing the balance available for dividends 
$290,592. as compared with $36,253 the 
previous year. These and other: facts 
were presented to the stockholders at 
the annual meeting on Feb. 15. 

Another feature of the report which 
pleased the stockholders was the record 
of accident prevention. The cost of 
accident settlements fell from 6.4 per 
cent of the gross income in 1920 to 3% 
per cent last year. 

Mr. Barnes reviewed the litigation 
and said that the appraisal of the prop- 
erties of the company by engineering 
experts valued it at more than $29,000,- 
000. He told of the work of the Co- 


= ee 


operative Welfare Association, the 
agreement of the employees to accept a 
reduction in wages and the election of 


D. L. Kehl, of the way department, to | 


the board of directors. 

The results of the operation for the 
year are shown in the accompaning in- 
come statement. 


Application Made to Prevent Sale 
of American Cities Company 
Collateral 


Application for an injunction was 
filed on Feb. 16 in the Civil District 
Court of Orleans parish by William J. 
Behen, Joseph Blum, J. C. LeBourgeois 
and Duralde Claiborne, representing, it 
is presumed, the committee of preferred 
shareholders of the American Cities 
Company opposed to the reorganiza- 
tion plan for that company. The action 
was brought against J. K. Newman, 
Lynn Dinkins and Archibald C. Kains, 
individually, and Messrs. Newman and 
Dinkins as members of the board of 
directors of the American Cities Com- 
pany. It is sought to restrain the 
committee jointly with the Whitney 
Central Trust & Savings Bank, New 
Orleans, as trustee, from proceeding 
with the sale of certain securities in 
New York on Feb. 28. These securities 
it is alleged had been pledged as 
security for the eight-year 6 per cent 
collateral trust bonds issued by the 
American Cities Company in 1911. 

The bonds issued by the American 
Cities Company in 1911 aggregated 
$10,000,000 and the collateral pledged 
for the issue consisted of securities of 
utilities companies in New Orleans and 
other southern cities. It had been 
alleged by the bondholders that the 
American Cities Company had defaulted 
not only in interest but on the prin- 
cipal, and the securities were ordered 
to be sold. The sale of the securities, 
it is alleged, would bring not much 
more than $12,000,000. 

It is further alleged that a plan had 
been worked out in conjunction with 
representatives. of the bondholders to 
effect the reorganization, which, if con- 
summated, “would cause the plantiffs 
herein, as well as all the other holders 
of the common and preferred stock, to 
lose their entire investment, amounting 
to more than $30,000,000.” 


Latest | Month] Year | peak | “1913 | | Latest | Morin} Year | Peak | 1913 
wai >= | abs yl Manes ahi aMag |e b.Stat| Jam. |p Deo! | Jan.nl Mane ; 
Street Railway 1922 | 1922 | 192i | 1921 | Conspectus U.S; Bur.La 1922 1921 | 1921 | 1920 | 
Farest __| 7.16 | 7.20 | 7.20 7.24 | 4.84 of |] Commodities 148 149 177 272 | 100 
Jan. Dec Jan. | Sept. ie | a ae a | aaa) aoa 
i | Bradstreet’ s Teb. | ‘Jan, | ] eb. | Feb. | 
pie abet Me pe eo parce ee Indexes Wholesale | 1922 19221921 1920 | 
= — alsa Seal PS Fe eh eseak. scars = for Commodities | 11.42 11.370 12.37 20.87 9.21 
. y ‘s ep + 2 < ee ee 
Street Rail 1922 | 1922 | 1921 | 192 Dun’s | Feb. 1 Jan. 1| Feb. || May 1 
Wage mit | Dis | a2 920 - ao9 | February, 1922) Wiclesale 1922 1922 1921 1920 
Steel Jan. 31\Dec. 31\Jan. 31/Apr. 30, + (| +Compiled for Publi- || Commodities _| 165.0 164.4 | 185.8 | 263.3 | 120.9 
Unfilled orders 1922 | 1921 | 1921 | 1917 | 5.91 | cation in aa Paper piles ‘| ‘eb. 18| ‘Tap, 21 Feb. 19 June 12! 
Million tons) 4.24 | 4.27 | 7.57 | 12.18 | y nnalist 
U.S. Bank Clearings| Jan. | Dec. | Jan. | March |Av.Mo|| albert S. Richey (ee ee |S | 8 2 | 882 
Outside N.Y. City | 1922 | 1921 | 192i | 1920) 1913 AT eS Jan, | Dec. | Jan. June 
(Billions) | 11.58 | 12.99 | 12.92 18.54 612 || Electric Railway || U.S. Bur. Lab. Stat. 1922 1921 | 1921 1920 
% |" Jan, | Dec. | Jan. | Jan. |Av,Mo.|| Engineer _ Retail food 142 150172 219-100 
Business Failures | 1922 | 1921 1921 1923 1913. | Worcester, Mass. | Jeb. 1 Jan. 1 Feb. 1) July I) 
Number 2,705 | 2,380 1998 2705 1.213 '| Nat. Ind. Conf. Bd. 1922 1922 1921 1920, (1914) 
Liabilities (millions)| 115.3 | 76.34 | 74.95 115.3 24.64 = || Cost of living | 157.7 161.4 | 176.3 204.5 100 


*Computed by Mr. Richey. 
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The Opening Gun in New York Railway Valuation 


Transit Commission Valuation Bureau Recommends Net Valuation of $465,680,154, Which Is About 
60 per Cent of the Par Value of Outstanding Securities, Less than 60 per Cent of 
the Book Vaiue and Less than Half of the Total Capitalization— 
Valuation Hearings to Commence March 6 


HE valuation of the New York City 
traction lines recommended to the 


Transit Commission by its Bureau of 


Valuation, announced on Monday of 
this week, brought forth reactions 
which varied all the way from the re- 
ported statement of a traction official, 
“Thank God, there are still courts,” to 
that of the city’s corporation counsel, 


' John P. O’Brien, who said it is “grossly 


excessive by many millions of dollars.” 
The figure recommended by John H. 
Madden, valuation engineer, and Fred 
W. Lindars, chief accountant, is $465,- 
680,154 as the net valuation to be placed 
on the properties of the forty transit 
companies proposed for inclusion in the 
commission’s plan of reorganization. 
This figure does not include non-operat- 
ing property, which the Bureau of 
Valuation considers to be worth some- 
thing over $20,000,000. 

This value is to be compared with a 


total capitalization of $1,123,885,592; 
-w:th a book value, Pace ed the 


companies’ own valuation, of $791,450,- 
841; with a par value of the securities 
held by the public of $765,094,365 (the 
difference between this and the capital- 
ization represents various company 
holdings which the commission’s Bu- 
reau of Valuation has excluded from 
consideration); and with a market 
value of the securities held by the public 
of $426,060,095 as of Feb. 1, 1922, but 
with the following securities on which 
market quotations could not be secured 
—$25,236,429 held by the public and 
$158,481,099 held by the companies, par 
value in both cases. 

The figure recommended by the bu- 
reau is only one of four presented. This 
one is based on what the bureau calls 
“original costs,’ but which is really 
an appraised value based on prices at 
the time of installation. From the.total 
value thus obtained the bureau has sub- 
tracted something over $55,000,000, 
which is the estimated expenditure nec- 
essary to place the property in first- 
class operating condition, and thus ob- 
tains the $465,680,154 which it recom- 
mends as the net valuation. The other 
three figures presented are: 


1. Original cost (appraised value 
as above described), less ,- 
straight line depreciation. . -$425,360,1 45 
2. Appraised value, 1910-1914 
prices, less depreciation..... 437,724,313 
571,048,271 


3. Appraised value, 1921 prices 

less depreciation 

_Aecompanying tables show details of 
the bureau’s valuation upon which it 
bases its recommendation as to net 
valuation; also, the details of the vari- 


_ ous bases of valuation as applied to the 


different companies and also a sum- 
mary statement of the securities out- 
standing against the various companies 
with their market value. These: tables 
tell most of the story as to the con- 


clusions which the Bureau of Valuation. 


reaches. They are gathered together 
from the first volume of the report of 


u 


the Bureau of Valuation, which volume 
in itself resembles, as one person has 
stated, a book of wallpaper samples in 
its size. Table after table, unending 
masses of data and statistics, are pre- 
sented by the bureau to indicate not 
only its conclusions but also the prices 
and statistics upon which these conclu- 
sions are based. 

There is still to be prepared a fifth 
set of figures showing the estimated 
future earning capacity of each of the 
railroads, upon the basis of the 5-cent 
fare and present conditions of manage- 
ment. The transit act requires that 
due regard shall be given to such an 
estimate in fixing the figures at which 
the properties will be taken over. The 
commission has expressed the opinion, 
however, that this set of figures will 
not materially change the aggregate 
allowance. 


THE SIGNIFICANCE OF THE VALUATION 
FIGURES 


The figures here presented are, of 
course, the report of the Bureau of 
Valuation to the Transit Commission 
on the value of the physical property. 
This report has been handed to all of 
the several companies affected, to the 
various groups of security holders, to 
the city officials and to others interested, 
and a series of hearings will be held, 
commencing March 6, for the presenta- 
tion of other facts and arguments, after 
which the commission will make its de- 
cision as to the valuation of the prop- 
erties. This decision, Chairman Mc- 
Aneny announced, will be included as a 
part of the general and final recom- 
mendations of the Transit Commission 
as to a rehabilitation plan in New York 
City and not before. 

Whatever valuation is finally adopted, 
however, will be the amount which. will 
be allowed to the companies in new 
securities of a general holding or own- 
ing and operating company, in which 
all of the lines will be gathered together. 

If the recommendation of the Bureau 
of Valuation is accepted, it will mean 
that the companies will be allowed in 
the new securities only the amount of 
money which the Bureau of Valuation 
estimates has been expended in actual 
construction of the properties. The 
exact plan, Chairman McAneny an- 
nounced on Monday, is as follows: 

It will be proposed to the companies that 
they vest title to their several properties 
in the city-; that the consideration of these 
transfers shall be the issuance to them in 
return ‘of an equivalent of value in the 
securities of the new controlling company 
that is to be brought into existence under 
the plan, and that the further consideration 
shall be that the several individual com- 
panies that are to be brought within a uni- 
fied system and grouped in the manner the 
commiss‘on has proposed shall receive back 
new leases, under which they will continue 
to operate privately, but under the terms, 
financial and otherwise, fixed by the plan 
and under the general direction of the 
proposed Board of Control. It is not pro- 


posed, in short, that the acquisition of the 
properties by the city shall be upon the 


basis of payment in cash. The new secu- 
rities, properly guaranteed, will provide the 
sole basis of exchange, and the valuations 
have been required to be made in order to 
determine the amount of such _ securities 
that will go to each company. Hach com- 
pany in turn accepting the plan will be re- 
quired to take care ofgjts own old securities 
of whatever value, atever extent, in its 
own way, and through a reallotment to 
the old holders of the new bonds, 

Commissioner McAneny then _ pro- 
ceeded to say that the report of the 
bureau presented at the hearing had 
been made public as soon as received 
by the commission with a view toward 
acquainting all who are interested with 
its contents and to afford to each as 
much time as possible for a preliminary 
study of its recommendations before 
fixing the date for a general public 
hearing. 

Most of the hearing on Monday was 
taken up with an examination of Valu- 
ation Engineer John H. Madden by 
Judge Shearn, counsel to the commis- 
sion.. Mr. Shearn desired to establish 
by the testimony of Mr. Madden the 
manner in which the valuation estimates 
had been prepared. In addition to the 
volume of tables and statistics already 
mentioned, Mr. Madden presented three 
other volumes: 

1. A report of the cost of the Man- 
hattan Railroad extension, and addi- 
tional track authorized by the certifi- 
cate granted to the Interborough Rapid 
Transit Company for elevated extension 
and certificate granted to the Manhat- 
tan Railway Company for additional 
tracks dated March 19, 1913. 

2. The determination of the chief en- 
gineer under the contract dated March 
19, 1913, between the city and the Inter- 
borough company of the cost paid or 
accrued to March 81, 1921, of Contract 
No. 8, together with the report of the 
cost of operation to the same date. 

8. The determination of the chief en- 
gineer under the contract dated March 
19, 1913, between the city and the New 
York Municipal Railway Corporation, 
known as Contract No. 4, of the cost 
paid or accrued to March 31, 1921, to- 
gether with the report of the cost of 
operation to the same date. 

Mr. Madden testified that his “orig- 
inal cost” figure was really an appraised 
value, using prices as of date of in- 
stallation in so far as obtainable, but 
checked against company records when 
they were available. In this connection 
he said that he had been given free 
access to all company records available. 

He further indicated that he had used 
the “yard-stick” method of valuation 
in that typical sections of structures 
had been selected and applied to the 
stretches to which these typical sections 
pertained. 

Franchise, geing value and value of 
all leases were not considered in arriv- 
ing at the final figure. 

Mr. Madden also gave his argument 
as to why he thought the original cost 
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RAPID TRANSIT AND SURFACE RAILROADS—NEW YORK CITY 
SUMMARY COLLECTED FROM TABLES IN REPORT OF BUREAU OF VALUATION TO THE TRANSIT COMMISSION 
SHOWING CAPITALIZATION RECOGNIZED BY THE BUREAU (COMPANY HOLDINGS OF SECURITIES BEING ELIMINATED), 
BOOK VALUES OF PHYSICAL PROPERTY, AND VALUES ASSIGNED BY THE BUREAU IN ITS RECOMMENDATIONS. 
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Brooklyn Rapid Transit System ‘ 
Brooke Bee hed eS Lines Ricen ig 
rooklyn Heights Railroad Company........ ] 443.0 $810,357 $769,582 85 
cae Coe Company a gy ie ee T3455 eg gga: rh ates Tee 
yn, Queens Count uburban O) 67.20 4,878,536 4,474,045 13845 Dee 
Coney Island and Brooklyn R. R. Co.—owned lag 3,351,196 
JeaSOd Mines se soos eo yncte eaten et dicta 9,611,765. 53 6,515,342 5,525,989 1,354,121 4.171.868 . 
Nassau Electric Railroad Co................ 34,867,625.76 12,254,156 11,540,755 3,313,216 8.227539 
Brooklyn Rapid Transit Company........... 17,204,212.99 24,119,528 23,654,969 2,048,553 21,606,416 
Total Receiv iv erseND pay wale ipo ii ’ ; 
Brooklyn City Railroad Company........... \ 19,837,534. 41 21,290,292 20,431,352 
Coney Island and Gravesend Railway Company. 251,479.62 446,112 446,112 ae are) euiee 
South Drool ive Co.—owned and leased : : 
lines. . Ma A ea Seca 4,031,189. 08 5,159,603 5,086,153 573,868 4,512,285 
Total B. R. T. surface lines...............-4. 110,842,552.19 75,473,926 71,928,957 13,417,198 58,511,759 
Brooklyn Rapid Transit Elevated and Subway 
ines 
New York Consolidated R. R. Co.—Original Metts 4s d ‘ 
property . (497,742. 25,927,194 24,761,992 
New York Municipal Railway Corporation 2,357,117 22,404,875 
Contract 4—construction and equipment... . 41,672,294 41,672,294 (k) 1,230,918 40,441,376 
Reconstruction of existing railroad.. ...... 19,302,186 19,302, 186 (k) "75/262 io'g26'094 
Additional ‘tracks, twins glee geal mier sini 8,194,726 8,194,726 Uo) 13.659 21a Ge? 
Blevated extensions. 1... 0.010.002. --. 00 5,161,567 5,161,567 (k) 10.696 5.150.871 
Undistributed costs...........+...---+-- 691,805 69), 805 ayia a fae 691,805 
Total N. Y. Municipal Railway Corp..... $78,650,983. 73 $75,022,578 $75,022,578 (k) $1,330,535 $73,692,043 
Total B. R. T. elevated and subway lines.. $137,148,726.18 $100,949,772 $99,784,570 $3,687,652 $96,096,918 
Grand total Brooklyn Rapid Transit J 
Syston tis ee aS ae eae (b) $232,175,073.64  $247,991,278.37 $176,423,698 $171,713,527 $17,104,850 $154,608,677 
Interborough Rapid Transit System—Subway 
aT Coney nls 1 and 2, sub $57,204,245 .58 $43,898.47 
.R. T. Company: ontracts | and 2, subway 204, ¢ 898,479 $43,898,479 k) $7,8 
I. R. T. Company—contract 3, subway....... 108,473,910. 16 101,483,864 101483864 Uy F8as,S39 Pere 
Total I. R. T. Company Subways.......... $165,678, 155.74 $145, 382,343 $145, 382,343 (k) $9,712,788 $135,669,555 
I. R. T, Company—elevated lines...........- $235,250,400.00 $21,386,607. 89 $21,239,406 $21,239,406 
NG Gitio ual richest oan ean eee are 13/082/856.70 12'963.265 12°963'265 i Bag eu +e | ae 
Elevated extensions...................-- 5:633,129.78 5,642,679 5'642.679 (%) 1,011°297 aac 
Manhattan Power Plant Improvements. . 5,633,129.78 5,642,679 5,642,679 (k) 1,011,297 4631382 . 
‘Additions to Existing Manhattan Railroad.. 264,627.91 264,627 264,627 (k) 2,132 "262,495 
Total I. R. T. Company—elevated lines. . $40,367,222. 28 $40,109,977 $40,109,977 () SiS 6.55. 
Manhattan Ry. Co.—Original Elevated (k) $4,256,475 $38,551,501 
Pepper ty ace oie sic Gee GEE cee te (c) $105,199,439,02  $113,001,414.41 $64,019,835 $62,417,138 $5,042,933 $57,374,205 
Total I. R. T.—Manhattan Ry. elevated > 
Lives) Ais cit gee eee phe ee $153,368,636.69 $104,429,812 $102,527,115 $6,601,409 $95,925,706 
Grand total I. R. T. System—subw: phe and “ mar 
Glevatedilnes.. 15). /ogy sete nuat .. $340,449,839.02  $319,046,792. 43 $249,512,155 $247,909,458 $16,314,197 $231,595,261 
New York Railways System ; 
New York Railways Co.—owned lines...... ; $76,266,487.80  —..... Ae 0D) $4,382,009 
New York Railways Co.—leased lines....... BiNG52 956,83) eee iy 0) 4,603,254 . | .¢/ce 
Total New York Railways Caranant -......(d) $990,380,445.19 $107, 119,044.63 $44,334,048 $35,068,875 ( 
Eighth Avenue Railroad Company......_. - 1,636,200. 00 6,475,762. 12 4'702'524 POlbghG | niga Mee 4 
Ninth Avenue Railroad Company. ..... Fe 800,000.00 SMN7N33t. 33 2,373,571 2,373,571 "197°365 2176206 
New York and Harlem Railroad Company.... (e) 2,850,544.00 - (e) 2,347,468. 26 3,695,499 3,695,499 1,471,945 2'223'554 
Total New York Railways System..... ue $95,667,189.19  $119,083,606. 34 $55,105,642 $45,048,711 $15,176,926 EY $29,871,785 
Lt ’ , , 
TaKid Ave Reilwas Cou $34,887,093. 56 $21,0 Sa 
Third Ave. Railway Company........ 887,093. 1,002,994 $20,100,654 $2,362,223 $17,738,431 
Kingsbridge Railway Pompangy Seat tapeah fea rd 2,276,168.17 1,060,305 1,060,305 362, 738, 
Third Ave. Bride’ ORDINT. -« a oe 113,108. 64 as eae an es eg 26,500 1,033,805 
Belt Line Railway Corporation. 965,269. 1,849,064 ROR GM ee 
Dry Dock, wae Broadway and Battery Rail- eee 9 81,978 1,749,581 
road Comp: INV. Pa dtm eo awn aac aninte Bedi arnt »343,090. 2,678,168 1,966, 
42nd Street dahattaneile and St. Nicholas ests: is 66,279 242,250 1,724,029 
PSOE AALS, Semeian Ope Rak i opbie apy oete 1973,933. 3,761,821 2,988,132 
New York City Tnterborcuph Railway Cos ‘ 7,049,124. 48 1,954,093 1'954/093 areca ete 
Southern Bouleyard waeeiart rites eee 707,232.60 428,097 428.097 16'800 "411297 
Union Railway Company...... ee ate 9,840,898. 48 6,966,802 6,874,577 599'263 6.275°314 
prone Teacten Company. creeds vid 185'446 854,044 31/200 "8221844 
Mid-Crosstown Railway Company. . 063. 446 185,446 : ’ 
Pelham Park and City Island Railway Co.. 82,789.64 101,650 101,650 rh Oe 
Total—Third Avenue Railway System..:.. (/) $68,599,961.25 $74,702,231.80 $40,842,484 $38,344,836 $4,377,406 $33,967,430 
+: ’ ’ ’ 
Second Avenue Railroad Company......... . .. (9) 10,722,000.00 (9) $8,308,443 .29 $5,404,882 $5,320,882 $522,565 $4,798,317 
Staten Island Companies : 
Richmond Light and Railroad Companies..... (J) $1,342,756.94 (9) $3,055,622. 41 $3,607, ae | : 
Southfield Beach Railroad Company. 939,800 -00 4 a I 4 3 . \ 2 Siew t Soe mace $3,553,915 $430,972 $3,122,943 
Staten Island Midland Railway Company; 000,000. . 925, 165, 856,46 
Dept. of Plant and Structures, New York City 262,959. 65 3,591.98 407,276 407.276 pale a agile 
Total—Staten Island Companies.......... $3,855,516.59 $5,702,669.97 $4,940,063 $4,817,658 $601,945 ($4,215,713 


(Table continued on next page) 
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3 ie 3 4 2 BOLLE Bel bom Lt} owgnoes 
age °oa5 ES EE Por Poa falscseees 
5°3 ga2° ao ges BA 9 Bee Shei aeaeed 
ene ats. 8.20 © 3 AB 865 eaOsged eo 
as sae ore cai OO me 220, (2) orhogsé 
was pace Zsa» Z2ass ZO a Po gsses 
O98 rea OSE ole S855 an Ou aio ai 38 
8.49 4 Bay KS ninas « Seales Shag 8 Sg lOgm. 8 
nS5 So.8 25 mg 8 2 ro 3 3 3h 5g. gyas a ips 
aa lt: SESH ae Sr Sf H80R Subeuo 25° . 
S38 atau (es ‘BMO'S Bua SF, BoSo8o25 
; "2 Qagdo Ba. oof op Ha 8 o> .40 OmaZaeRzsoas 
Name of System or Company 24 3 SR ae 26 S'S.4.8 BOSS BSBO gasamagzdos 
ts) So < 4 Q Z a 
ea Onn nuity Railway C $6,235,000.00  $8,922,229.4 

ew York and Queens County Railway Co..... ,235,000. »922,229.48 $4,962,366 4,739,055 

Long Island Electric Railway Company. . 1,200,000. 00 1,617,590. 31 725,209 ; 725,209 Tt sat is ad ae 
| New York and Long Island Traction Company 2,000,000. 00 2,472,803. 92 826,497 619,996 - 163,425 456,571 
Ocean Electric Railway Company........... 354,288.69 512,061.16 372,270 372,270 103,300 268,970 
Manhattan and Queens Traction Corporation. (/) 1,431,647.34 690,692.72 1,125,824 1,125,824 239/831 885,993 
| New Yorkand North Shore TractionCompany (7) |, 753, 850.00 1,642,379.94 824,545 171,382 126,212 45,170 
Total—Queens Borough Companies........ $12,974,786. 03 $15,857,757, 53 $8,836,711 $7,753,736 $1,627,972 $6,125,764 
Miscellaneous Companies 
Manhattan Bridge Three Cent Line. . $450,000.00 $485,964.25 $353,861 $353,861 $41,716 $312,145 
Van Brunt Street and Erie Basin Railroad Co.. 200,000.00 272,097.11 218,622 218,622 33/560 185,062 
ile ere erltat cous Companics......... $650,000.00 $758,061.36 $572,483 $572,483 $75,276 $497,207 

Grand Total—all companies.............. $765,094,365.72  $791,450,841.09 $541,638,118 $521,481,291 (n) $55,801,137 $465,680,154 

ty Ss ects rand 2K) 

COMET EM Cen akey To) soothe. Sac hah cate eT cite ae ee ee anes oan $62,767,713 $62,767,713 (k) $91,657 62,6 
oni MRD) te fsa aso sate aas Oty ks eee! Ly SARL: 88,086,508 88,086,508 (k) 27,517 +38 058 908 
Contract TBR Le ec eS cance Vee Abe Sen os be» 142,801,094 142,801,094 (k) 42,902 142,758,192 

Total eeny Met ee foe Nee ee Saree we ee $293,655,315 $293,655,315 (k) $162,076 $293,493, 239 

Combined Total—companies and city...... $835,293, 433 $815, 136,606 (0) $55,963,213 $759, 173,393 


NOTES:—(a) Includes capital stock, bonded debt, certificates of indebtedness, receiver’s certificates and construction advances. 

(b) Excludes bonds $103, 106,316, Briers $39,325,632, certificates and construction advances $42,279,388—held among system companies. 

(c) Excludes acquired bonds $7,560, 98. 

(d) Excludes securities of subsidiary companies held by N. Y. Rys. Co. viz.:—Stocks $7,161,300 and bonds $3,151,342. 

(e) Arbitrary apportionment to Street Railway Division as made by State Tax Commission. 

(/) Excludes securities of subsidiary papanies held by 3rd Avenue Ry. Co. viz.: Stock $10,276,000, bonds $10,835,339, Const. advances $14,511,785. 
(7) Combining reports of Receiver and BOER and including adjustments conforming with U.S. Circuit Court decisions. 

(h) Includes Judgment Notes $1,411, san 34 as per Company’s Bare report. 

(z) Includes Receiver’s certificates $4, 500,00 shown in annual TEpORS 

(7) Excludes lighting department fixed capital and materials an supplies $3,776,493.06 and eliminates bonds and stocks in similar total amount. 
() Represents accrued depreciation. . 


(1) Not separately computed. 
(m) Includes $20,970 Electrical and Mechanical Equipment and $3,395,540 rolling stock not distributed among the various companies in the New York Railvay 


System. 
(n) Accrued depreciation, company investment........ 6.02... eee eee eee $12,601,799 
Expenditures necessary to place property in first class condition........... 43,199,338 
$55,801,137 
0) Accrued depreciation, company investment................ $12, Pe tre 


Accrued depreciation, city investment. 
Expenditures necessary to place property in first class condition 43, i 99, 338 


$55,963,213 
(D) Negative value. 


COMBINED TABLE SHOWING SEVERAL BASES OF VALUATION—OPERATING PROPERTY ONLY—FOR PURPOSES OF COMPARISON 
(Another Basis, that of Prospective Earning Power, is still to be reported.) 


Bs Be PELETETE 
Ro Ao g mo i = 
Ps Pe s g ge § S£8Re003 
ae gh 3 a SEs 2 gg MBkSRoks 
a58 asse a Ay ea) = ees as ne ~gO 
-— “a Cs 3 o an BAD io) pay ie a 
PRE 98 6, Ex, eae, >8 Sok sleonnd x 
gos gases gO ga ® \ cE BES Suh og RA 
285 2gec 23 aoe 2 G5Q Se 0a Seon 
£25 e282 aa Bef a5 eng = eaC'go Se 
BAO BROW om aa a B44 sap sszadio 
Name of System or Company <q <q) = < < =< a 7 
Brooklyn Rapid Transit System 
Surface lines (including prookisn City C Co. 2h 5 54 $71,928,957 $46,526,562 $80,041,741 $51,066,180  $141,400,157 $86,746,640 $58,511,759 
Elevated and subway lines. . Fie Wee 99,784,570 90,635,855 99,666,842 90,432,501 119,734,821 103,182,865 96,096,918 
Total B. R. T. System. . $171,713,527  $137,162,417 $179,708,583 $141,498,681 $261,134,978  $189,929,505 15 
Interborough Rapid Transit System—Subway and St eINEE? 
eva s 

I. R. T. Co. Contramets Nos. 1, 2 and 3.. aie $145,382,343  $135,669,555  $145,382,343 $135,669,555  $145,382,343 $135,669,555  $135,669,555 

I. R. T. Co. elevated lines. SER be 109,977 38, 01 40,109,977 38,551,501 40,109,977 38,551,501 38,551,501 
Manhattan railway original elevated property... bo ite ooh 62,417,138 43,293,409 60,128,434 41,924,656 98,970,808 63,805,290 57,374,205 

Total I. R. T. and Manhattan elevated lines. ... . $102,527,115 $81,844,910 $100,238,411 $80,476,157 $139,080,785  $102,356,791 $95,925,70 
Grand total. R..T. system.............0245-; $247,909,458  $217,514,465  $245,620,754  $216,145,712  $284,463,128  $238,026,346 $231,595 261 
New York Railways System (including 8th, 9th and ‘ 

LS Me GS SS TS RY SY 6250 12 $45,048,711 $32,968,506 $50,795,754 $36,952,949 $90,756,522 $64,674,624 $29,871,785 
UIE CAME NASA Y BVBTCIN 5:5): )ala ea syn cer ave vee ee 38,344,836 25,618,242 44,357,474 29,456,174 82,095,169 53,817,386 33,967,430 
Second Ave. railway company, . std Spent CRT 5,320,882 3,737,280 6,577,544 4,539,165 12,788,952 8,805,364 4,798,317 
PSPASE TSIEN GODIADICS Site capa ace nen tinea 4,817,658 3,219,323 5,318,521 3,507,445 8,625,192 5,402,727 4,215,713 
‘Queens Borough chr apa RES OG eas gaat sninie 7,753,736 4,698,894 8,582,595 5,198,676 16,266,184 9,676,258 6,125,764 
Miscellaneous compdnies. . Re eee 572,483 441,018 570,089 425,511 1,010,475 716,061 497,207 

Grand total all companies. . sere au ee $521,481,291 $425,360,145  $541,531,314  $437,724,313 $757,140,600 $571,048,271  $465,680,154 
City’s investment subways 

Contracts | and 2 i TOE Wa pS ia $62,767,713 $62,676,056 $62,767,713 $62,676,056 $62,767,713 $62,676,056 $62,676,056 

Contrapin side te Liars; .. cee sa aoe) aioe 88,086,508 88,058,991 88,086,508 88,058,991 88,086,508 88,058,991 88,058,991 

ag RN iS a ide RS, oe 142,801,094 142,758,192 142,801,094 142,758,192 142,801,094 142,758,192 142,758,192 

PISS LC. en a a See ae $293,655,315  $293,493,239  $293,655,315  $293,493,239 $293,655,315 $293,493,239  $293,493,23 ° 
Grand totals, companiesandcity ............. $815,136,606 $718,853,384  $835,186,629 $731,217,552 $1,050,795,915  $864,541,510 $759,173.39 
a ° 


Market 
Value 


(Sept 1, 1921) (Feb.1,1922) 


Market 
Value 


Grand Total Stocks and Bonds 


Par Value 


Total Bonds and Secured 
Notes 


, ete., outstanding 


ystems respectively, together with the 


Market Values thereof at September 1, 1921, and with the Market Value of the totals as of Feb. 1, 1922. 
Bonds and Secured Notes — Quoted on Market 


— —— Held by System—— 


Marke 


—— -——Held by Public—. 
Par Value 


cks 


Marke 


ft 


pital Stocks, Bonds, Certificates of Indebtedness 


the Public and within the S 
Par Value Value 


Value 


RAPID TRANSIT AND SURFACE RAILROAD COMPANIES — NEW YORK CITY 
Market 


Held by System——. Total Capital Sto 


June 30, 1921, the proportions thereof held by 
Par Value 


Summary Statement showing the amount of Ca; 


Capital Stocks — Quoted on Market 


—— Held by Public 
Market 
Value 


Par Value 


675,000 


"1,186,600 


197° 2 


950 $1 
228 
612 
831 


19,320 
"1,362,600 
675,000 


177,951 
28,215 


900 $122,392 


034 
630 
500 
000 
,000 


077. 

673, 

268. 

016 

771 
wall 
,650,000 


97 
71 
8 
1 


550 335 
583 423 
567 
800 
831 


149,612 
12,635 
25,730 
“1,362,600 

675,000 


900 $105,788 


400 
026 
500 
000 


657, 

269 

123, 

176 

77) 
711,000. 
,650,000 


70 
54, 
8 
2 

1 


218,682 


5,154,708 313 
1,532,300 


1,041,341 
3,057,500 


864 $90,231,572 $29,166,686 $229 
12,660,000 


875 
885 
500 
831 


“1,362,600 


144,457 
12,416 
24,198 


. $76,621 


328 
400 
685 
000 
000 


11,000 
50,000 
$223,997,223 $49,245,872 $35,812,015 $4,866,615 $259,809,238 $54,112,487 $573,368,413 $260,460,555 $106,990,413 36,072,376 $680,358,826 $296,532,931 $940,168,064 $350,645,418 $426,060,095 


426 
609 
081 
119 
771 


6,684,651 
2,484,812 


16,840,000 


17,530,358 306,251 


343 $12,044,036 $18,281,657 $4,560,364 $105,420,000 $16,604,409 $139 
6,378,410 ; 
2,484,812 . 


634 28,338,614 .. 


840,000 


0,403 


87,138 
1 

9 
16, 


AS 


Interborough Con. System. . 

Manhattan Bridge 3c. Line... - 
Staten Island Companies.......... 
Queens County Companies........ 


Brooklyn R. T. System........... 


Total 


$12,749,425 $73,427,175 $86,176,600 


Held by 
System 


Held by 
Public 


675,000 


Capita] Stocks, Bonds, ete., on which market quota‘ions could not be secured 
Capital Stocks.............6 


oboe Sea 


ELECTRIC RAILWAY JOURNAL 


less expenditures neces- 
sary to place the property 
in first-class operating 
condition was the logical 
one to adopt. 


CiITy’s REPRESENTATIVE 
PRESENT 


For the first time the 
eity was represented at 
the hearing by special 
Assistant Corporation 
Counsel Mr. DeFord. There 
was apparently a desire 
on the part of both .Mr. 
DeFord and the commis- 
sion to co-operate, so far 
as the city saw itself 
legally able to do-so, in 
determining the valuation. 
Mr. DeFord made it plain, 
however, that in his ap- 
pearance he did not waive 
any contention of the city 
as to the various points 
which had been raised as 
to the constitutionality of. 
the act creating and out- 
lining the activities of the 
Transit Commission. It 
was agreed that Mr. De- 
Ford would have ample 
opportunity to present any 
objections or ‘testimony 
which would be pertinent 
to the determination of the 
valuation of the proper- 
ties. 

There were very few 
interested persons . who 
would hazard a comment on the valua- 
tion figure presented, every one indi- 
cating that the mass of figures pre- 
sented was so great as to require sey- 
eral days study before an adequate 
expression could be given. 

As was to be expected, however, the 
city officials decried the figures as being 
excessive, Mayor Hylan saying, in Palm 
Beach, Fla., that “it is well known that 
the purpose of the Transit Commission 
is to unload if it can at an enormous 
value the traction junk on the taxpay- 
ers of the.city. We are preparing, in 
the interests of the taxpayers, vigor- 
ously to oppose this traction scheme.” 
Corporation Counsel J. P. O’Brien said: 
“This principle is obviously unsound 
.-. . Without attempting at this 
time to analyze this amount, which is 
grossly excessive by many millions of 
dollars, there should be deducted in any 
event an amount equal to:all of the de- 
preciation due to wear and tear, decay 
and the antiquated character of the 
plants, structures and equipment.” 

In transit’ circles the figures an- 
nounced apparently were much less 
than had been expected, as they were 
far below the values of the different 
properties as carried on the companies’ 
books. However, no comments from 
traction representatives could be ob- 
tained. All that they would say was 
that the ten-day period which the com- 
mission allowed for examination for the 
report was all too short. James L. 
Quackenbush, counsel to the Interbor- 
ough Rapid Transit Company, said: 
“T am dizzy from reading figures.” He 


$1, 123,885,592 


20,848,200 
76,692,728 


11,202,289 


73,851,635 
$25,236,429 $158,481,099 $183,717,528 $183,717,528 


9,645,911 
2,841,093 


Bonds and secured notes, ete. 

Certificates of indebtedness, 

receiver’s certificates, ete. . 
Total capriaheabrom 0c. > Sescars terete sth cuanto oer eermreus hp oleae 
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thought it would be at least thirty days 
before he could be ready to discuss the 
valuation. 

Meanwhile, the commission has set 
further hearings on the valuation for 
March 6, at 2 p.m. 


Municipal Line Earning Profit 


Pekin, not China but Illinois, is doing 
well with its municipal electric railway. 
At least James P. St. Cerny, Corpora- 
tion Counsel of the city, says so, and 
then he proceeds with facts and figures 
to prove it. The data with respect to 
the road in Pekin were furnished by 
Mr. St. Cerny in reply to a request from 
another city situated similarly to Pekin 
with respect to transportation, 

The railway at Pekin consists of 3.5 
miles of track. The fare is 5 cents, 
six tickets for 25 cents and during the 
fiscal year ending April 30, 1921, the 
receipts of the company amounted to 
$32,183, enough to pay all running ex- 
penses and to make a payment of . 
$8,381.06 on the bonds and interest 
thereon by which the city originally 
bought the property for a total of - 
$48,000. 

During the years which the city has 
owned the line, the street railway fund 
has been able to accumulate a surplus 
above its current expense and interest 
charges of $17,255, but nothing had 
been charged to depreciation and whe 
it became advisable to buy three new 
cars in 1920 the cost, $17,940, practi- 
cally wiped out the surplus which had 
been accumulated. The road pays no. 
taxes, of course, being a municipal 
plant, and officials feel sure that the 
profit in operation will more than pay 
for the depreciation. 

The company pays 41% cents an hour, 
$110 a month to its motormen, and 
$120 a month to its superintendent. 
The total force employed consists of 
six motormen, one superintendent and 
a night and a day man at the carhouse,. 
salaries ranging from $80 for the night: 
man to $120 a month for the superin- 
tendent. The company buys its elec- 
trical power for about $275 a month. 

The company uses one-man safety 
ears, gives a fifteen minute service and 
has five cars in “active” operation. 

Mr. St. Cerny says: 


The city has refunded to the property 
owners in and along the paved streets, 7 
ft. of the pavement, 34 ft. being returned 
to each property owner abutting on the line 
of the improvement which was a term of 
ordinance and _ iricorporated therein, and 
was absolutely paid from the earnings of 
the company. 

The city is building a new carhouse that 
is of modern structure and recently let 
under contract for construction for $6,646. 
All of these matters are paid for absolutely 
in cash, and the city of Pekin has not for 
the past four years ever made an Over- 
draft on any fund in its departments. 

There is one feature of our system that 
has not been decided upon: that is the 
question of depreciation. The entire sys- 
tem is new, and the surplus will clearly 
verify the statement of sufficient funds be- 
ing accumulated from the earnings to pay 
all operating and maintenance expenses, 
and a sufficient sum for depreciation. 

The city at the present time contemplates 
building an extension of the line, to tap 
a section of the city where the workmen 
reside. The high prices maintained in the 
steel market and labor conditions do not 
warrant the construction of the extension 
at this time. 
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Detroit Surplus $190,444 


The annual report of Detroit (Mich.) 
United Railway for year ended Dec. 
31, 1921, shows net income after in- 
terest, depreciation and federal taxes, 
of $865,444, equivalent to $5.62 a share 
earned on the $15,375,000 capital stock. 


This compares with net income of 
1921 1920 
Gross earnings...... $23,329,067 $28,986,228 
Operating expenses... 19,428,779 25,025,165 
Net earnings..... . $3,900,288 $3,961,063 
Other income...... 716,225 676,118 
Total income..... $4,616,513 $4,637,181 
Interest and taxes... 3,351,068 3,003,606 
Depreciation and fed 
tax reserves....... 400,000 400,000 
| _ Net income....... $865,444 $1,233,575 
Dividends *675,000 1,200,000 
Surplus. 7). usec $190,444 $33,575 


*Includes $375,000 paid in stock. 


$1,233,575, or $8.22 a share on the $15,- 
000,000 stock outstanding in the 
previous year. The consolidated income 
account for the year 1921 compares with 
1920, as shown in the table above. 


athocizaition Given for 
Local Abandonment 


By a recent decision of the Colorado 
Public Utilities Commission the Trini- 


‘dad, Electric Transmission, Railway & 


| 


Gas Company, Trinidad; Col. has re- 
ceived permission to abandon service 
on certain city lines. The order be- 
comes effective on March 12. The 
lines to be abandoned are the Baca 
Street, San Pedro line’ and the West 
Main Street branch. Interurban cars 
only will after March 12 run into 
the city via Central Park, San Juan 
Street, and through Pine and Commer- 
cial Streets to Main Street. 

In November last the company noti- 
fied the City Council of the financial 
loss sustained in the operation of these 
lines and told of its intention to apply 
to the commission for abandonment 
permission.’ The chamber of commerce 
and City Council opposed the grant. 
This matter has been referred to pre- 
viously in ELECTRIC RAILWAY JOURNAL. 


Thrift Plans a Huge Success 


The Milwaukee Electric Railway & 
Light Company, Milwaukee, Wis., has 
established a high ‘record for thrift 
among its employees with 86 per cent 
of them now holding stock in the Em- 
ployees’ Mutual Benefit, Savings, Build- 
ing & Loan Association. At present 
4,387 individuals hold more than 91,000 
shares of the stock, making an aver- 
age holding of 20.9 shares per person. 
The association now has a capital stock 
of $10, 000,000 and plans to increase 
this in. the near future to $15,000,000. 

The association is the most rapidly 
growing Building & Loan Association 
in the State of Wisconsin. Money can 
be left for 6 per cent paid. up. stock 
at any time and the ‘stock is’ taken 
back again and money xefunded upon 
demand. The Building ‘& Loan Associa- 


tion was ‘started.in 1914, and at the 
close of that year its total assets were 


about $57,000. Its present assets are 
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almost $3,000,000. There are more 
than 1,000 mortgage loans now out- 
standing, totaling $2,780,000. All of 
these loans were made to employees 
desiring to buy homes. Two classes of 
stock are issued by the association. 
Class A stock requires a payment of 
50 cents a share per month and matures 
in about eleven years. Class C stock 
requires a payment of $1 a month per 
share and matures in six or seven 
years. 

Officers of the Building & Loan As- 
sociation are: G. W. Van Derzee, 
president; W. F. Lathrop, vice-presi- 
dent; E. J. Evans, secretary; George 
W. Kalweit, treasurer. In addition to 
these the following are directors: A. 
J. Killa, Henry Scheife, Henry Wolf, 
W. W. Cook and Charles Unrath. 


Action for Forfeiture of 
Franchise Asked 


Refusal to comply with the request 
that he draft an ordinance for forfei- 
ture of the franchise of the Cincinnati 
(Ohio) Street Railway, held by the 
Cincinnati Traction Company as a 
lessee, was contained in a letter sent 
to Attorney Robert S. Alcorn by Saul 
Zielonka, City Solicitor. In a letter to 
the city solicitor recently, Attorney 
Aleorn demanded that an ordinance be 
drafted for passage by the City Council 
to forfeit the franchise held by the 
traction company. Mr. Zielonka pointed 
out that a number of the items set 
forth in Attorney Alcorn’s request as 
causes for forfeiture are now in the 
courts. The solicitor also calls atten- 
tion to the fact that the City Council 
recently enacted a resolution calling for 
the creation of a citizens’ committee 
to make an exhaustive investigation of 
the traction situation. 


$925,000 Paid for Carhouse 
Property 


At publi¢ auction recently, the car- 
house properties of the New York 
(N. Y.) Railways, located on Madison 
Avenue between Highty-fifth and 
Highty-sixth Streets, were sold for 
$925,000. M. Turner Brockway was the 
successful bidder. He intends to con- 
struct a family hotel at an estimated 
cost of between $1,000,000 and 
$3,000,000. 

The sale of the property was con- 
ducted in connection with the receiver- 
ship preceedings instituted by the 
Guaranty Trust Company and_ the 
American Brake & Shoe Foundry Com- 
pany. If for any reason the sale is 
set aside, it was announced, the plot 
would be reoffered on March 16. At 
the same time the company’s property 
on Thirty-third Street between Lexing- 
ton and Fourth avenues will be offered 
for sale. 


Notice of Stock Increase Filed 


The Gary & Valparaiso Railway, 
Gary, Ind, has increased its capital 
stock to $130 000, according to papers 
filed recently wth the Secretary of State 
at Indianapolis. 


Financial 


News Notes 


Asks to Sell $300,000 of Preferred 
Stock.—The Indiana & Michigan Elec- 
trie Company, South Bend, Ind., 
operating in St. Joseph, Elkhart and 
other counties in Indiana and Michi- 
gan, asked the Indiana Public Service 
Commission for authority to sell $300,- 
000 of its preferred stock at par to re- 
imburse the company’s treasury for 
expenditures made in improving its 
plants. 


Passenger Traffic Decreases —F or the 
month of January, 1922, the Philadel- 
phia (Pa.) Rapid Transit Company 
realized a net income of $234,400 
against $162,794 for the same month a 
year ago. The passenger revenue for 
the month amounted to $3,363,926 
against $3,552,152 in January, 1921. 
The number of passengers reported as 
carried by the company decreased from 
71,205,892 in January, 1921, to 68,147,- 
870 in January of this year. 


Utilities Bear 89 Per Cent of Tax 
Increase. — According to figures com- 
piled at the offices of the State Tax 
Commission of Ohio the public utility 
companies of the State appear to have 
borne 89 per cent of the increase in 
Ohio’s grand tax duplicate for 1921. It 
is shown that while the grand tax dup- 
licate for the State was increased $72,- 
378,741, the state tax commission added 
$64,437,110 of this increase to the total 
tax valuation of the public utility 
properties. 

Refunding Issue Offered.—Lee, Hig- 
ginson & Company, Parkinson & Burr 
and Estabrook & Company, are offer- 
ing an issue of $1,700,000 of 7 per cent 
secured gold notes, series “A,” of the 
Galveston-Houston Electric Company, 
Houston, Tex., dated Feb. 1, 1922, and 
due Aug. 1, 1925. The proceeds of this 
sale will be used to refund the outstand- 
ing three-year 7 per cent gold notes, due 
March 1 next, and will provide sufficient 
working capital for present require- 
ments. The notes are being offered by 
the. banking houses at 99% to yield 
about 7.15 per cent. 

Hearings on Abandonment Concluded. 
—Hearings were concluded before the 
State Public Utilities Commission on 
Feb. 15 at Columbus, Ohio, on the peti- 
tion of the Indiana, Columbus and 
Eastern Traction Company, to abandon 
its Lima-Defiance, Junction-New Car- 
lisle and Columbus-Orient branches. 
Among the interests engaged in fight- 
ing the petition were the National Re- 
fining Company, Cleveland. Protests 
were based chiefly upon the fact that 
industries built up along these branch 
lines would be greatly injured by with- 
drawal of the service, and that many 
people living along the lines. depended 
upon the electric railways ‘as. operated 
for.some years as their principal means 
of transportation. 
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Commission Replies to 
Mr. Stephens 


Answers Governor’s Letter on Cali- 
fornia Rate Decision—Must Be 
Unhampered, It Says 


The California State Railroad Com- 
niission replied on Feb. 10, to Governor 


Stephens’ recent letter suggesting that | 


it reconsider rate increases granted the 
Pacific Electric Railway and the South- 
ern Californa Telephone Company. The 
commission declared that the value of 
regulation would be destroyed “by even 
the suspicion that decisions were af- 
fected by any other consideration or 
influences than the real merits.” 


CONDITIONS JUSTIFY ADVANCE 


In response to the Governor’s letter 
saying that in view of the general fall 
in prices a decline in rates might be 
expected, the commission addressed 
him a letter stating that conditions 
justified the advance, the telephone com- 
pany not having had an increase in five 
years and the railway having been given 
only partial relief in the past from 
higher costs. ; 

The commission’s letter considers the 
case in its broader application when it 
says: 


Far exceeding in importance any ques- 
tion involved in these particular cases, your 
letter raises the fundamental issue of reg- 
ulation established by the people of this 
State. The success of this system, as you 
point out, depends on public confidence and 
understanding. But it equally depends on 
full freedom under the law to do exact 
justice, uninfluenced by any other con- 
sideration whatsoever. You state that you 
are concerned for the preservation of reg- 
ulation of public utilities. A like sense of 
our own responsibility for regulation. im- 
pels us to reply that while regulation may 
be weakened by the temporary or local un- 
popularity of some decisions, it would be 
destroyed by even the suspicion that de- 
cisions were affected by any consideration 
or influence other than real merits in- 
volved, ascertained after full and care- 
ful consideration of all the facts. 

Regulatory bodies should not be swerved 
from doing justice because of public 
eriticism any more than they should be 
misled by the selfish claims presented by 
corporations. The Commission desires 
public approval, but it believes the only 
way it can secure or retain public approval 
is by being fair and just, If it must 
choose between right or being temporarily 
unpopular, it must choose being right. 


LETTER SIGNED BY ALL COMMISSIONERS 


The commission’s letter, signed by all 
five commissioners H. W. Brunidge, H. 
D. Loveland, Irving Martin, Chester H. 
Rowell and H. Stanley Benedict, re- 
ferred to the growth of public utilities 
during the last decade of regulation, 


and in part said: 

During this period the utilities were 
permitted to earn a fair return and 
Seat more, but that fair return per- 
mitte® them to function and to provide 
necessary service. At the same time every 
citizen has received additional direct and 
substantial benefits in lower rates than 
would have been possible had the present 
system of regulation not been in effect. No 
greater disaster could possibly occur in 
California than to weaken public confi- 
dence in regulation. 

Your statement that a decline in rates 
might reasonably be expected with the gen- 


eral fall of prices, is correct, provided 
rates had previously advanced with ad- 
vancing costs. In neither of the cases in 
question was this true. The Pacific Hlec- 
tric had been given partial relief under 
Federal control. The case of the Pacific 
Electric has been pending since 1918. If 
the present rate structure had been put 
into effect at that time when the justness 
of the advances was generally conceded, 
no question of the apparent inconsistency 
would have arisen. ; 

Instead, at the request of the cities 
served by the Pacific Electric, the com- 
mission made a complete valuation of the 
property as well as an exhaustive service 
report. 

This appraisal and report required eight- 
een months to complete. Los Angeles, of 
course, gained by reason of this long period 
of deferred reasonable rate adjustments. _ 

The new rates on the Pacific Electric 
will not provide a single dollar for divi- 
dends on stock. The basis on which the 
rates are computed is $16,000,000 less. than 
the total borrowed money upon which the 
company must pay interest. The increases 
allowed the Pacific Hlectric will not repay 
any of the losses which this company suf- 
fered during the period of low 
Furthermore, the new rates on the Pacific 
Electric were made contingent upon the 
company’s spending $2,600,000 new capi- 
tal for improvement of service. This 
money has been secured since the decision 
was issued. 


Governor Stephens in his letter to the 
commission referred to the valuation 
figures given before the Legislature on 
the King tax bill by the officials of the 
Pacific Electric and other great public 
utility corporations. The commission 
answered that in this rate proceeding it 
acted on its own valuation; which was 
over $20,000,000 less than that claimed 
by the company in this case. 

The reply continues: 


You are, of course, entirely right in 
your statement that the King tax law had 
no effect on the Pacific Electric, and was 
negligible in the case of the telephones 


rates. This statement the commission has 
already published in the Los Angeles 
press. 


REGULATORY PROCEDURE ADEQUATE 


In all cases this commission must look 
beyond the mere question of present rates 
to that of permanent service. In an ex- 
panding State like California, service can 
keep pace with demand only by the con- 
stant investment of new capital, but this 
could not be.supplied from earnings ex- 
cept by rates which this commission snould 
not and does not allow. This outside 
capital cannot be had unless the com- 
panies are permitted to earn enough to 
pay interest on it, and adequate service 
cannot be rendered without it. The ex- 
perience of the two companies now under 
discussion illustrates the disaster to serv- 
ice which results when inadequate rates 
are charged. 

The policy that has governed in the 
past is the policy that governs the present 
commission. So long as we are members 
of this commission we will be governed 
by principles of equity and justice and 
perform our sworn duty regardless of 
consequences. We propose to fix fair 
rates—and that means fair both to the 
rate payers and to the utility—upon es- 
tablished facts uninfluenced by feeling or 
favorites. 

The application for rehearing of the 
Pacific Electric and telephone cases did 
not convince the commission that the rates 


provided in the decisions should be sus- 
pended. These rates were made _  con- 
tingent upon the companies’ spending 


large amounts of new capital to improve 
service, and when the companies accepted 
these conditions, and secured the money 
for this purpose, it did not appear to be 
in the interest of the general public to 
suspend rates. 

The members of this commission boldly 
and confidently assert that no better, fairer 
or more equitable system than that of 
regulation as it now exists has been sug- 
gested by any person, or, in fact, can be 
devised. 


rates.’ 


Weekly Pass for Fort Wayne 


Adopted After Careful Study of Results 
Obtained in Youngstown and 
Other Cities 


The Indiana Service Corporation 
through its president, Robert M. Feu- 
stel, has gained permission from the 
State Public Service Commission to put 
into effect a weekly pass system on the 
Fort Wayne city lines. 

The company at Fort Wayne plans on 
making a six months’ trial of the new 
system, selling the pass for $1. The old 
system of four checks for 25 cents will 
still be in effect for those who desire it. 
The petition calls for starting the plan 
on or before March 13. 

Mr. Feustel stated that the results of 
the operation of the pass in Racine and 
Kenosha, Wisconsin, and in Youngs- 
town, Ohio, have been watched very 
carefully by the transportation depart- 
ment of the company at Fort Wayne. 
Numerous trips have been made to 
these cities to obtain the complete data 
as to the opinion of the public, car 
operators and the officials of the com- 
panies on the use of these passes and it 
was found that a'l three of these groups 
were very enthusiastic about them. In 
explaining the matter for the benefit of 
the local public at Fort Wayne Mr. 
Feustel said: 


The use of these passes in the other cities 
has greatly speeded up operation. The 
patron makes only one financial transaction 
a week with the car operator; no transfers 
are issued or need to be issued on the pass. 
This means that the patron merely holds the 
pass in his hand, shows it to the operator 
when walking by and because of the dis- 
tinct color and large identification number 
of the pass it can be readily ident‘fied by 
the operator. This very materially de- 
creases the time of loading cars and is an 
important factor in speeding up the service. 

Of course the greatest benefit is that it 
provides a method for giving a lower rate 
to the frequent rider. Many of our patrons 
indicated that they rode three or four times 
daily every week and oftentimes used the 
cars in the evenings to go to the movies 
and on Sundays to go to church. The new 
rate will mean that anyone who rides 
twenty times weekly gets a 5-cent fare; a 
4-cent fare for the party who rides twenty- 
five times weekly and down as low as a 
34-cent fare for those riding thirty times 
weekly. The pass being perfectly transfer- 
able means that any member of the family 
can use it, or any friend. The only lmi- 
tation being that not more than one person 
can be carried on it at any one time, and 
it must be used within the week designated 
on the ticket. 

As stated in our letter to the Mayor, this 
company earned 7.4 per cent on the actual 
investment in the Fort Wayne city lines in 
1921. It is of some interest to note that 
when the 7-cent fare case was tried in 
‘Wrebruary! 1921, the city’s experts estimated 
that the company would make a net reve- 
nue of $309,000, while the company esti- 
mated that it would make a net revenue 
of $224,000. The actual net revenue for 
1921 was $214,000. Both, the company and 
the city’s experts overestimated the amount 
of revenue which would be obtained in 1921. 
The company’s estimate as to the actual 
net after operating expenses were paid was 
within $10,000 of the actual results. Un- 
fortunately the company was also over 
optimistic in its estimates, as the net was 
$10,000 below what it expected the year’s 
business would yield, while the actual net 
revenue was $95,000 below what the city 
estimated. 

This reduction in fare is, as stated, aimed 
to stimulate business in order that we may 
get this property up to and keep it at a 
full 8 per cent return. This rate will be 
needed if we are to keep up with the ex- 
pansion of the city, and the consequent 
needs for new capital. 

It is our belief that the Fort Wayne city 
lines are on the right road and if we can 
get enough double track to operate our 
ears frequently with the new rates, we 
can put the Fort Wayne system up to what 
everybody in the city wants it to be—the 
best system in the country in any city the 
size of Fort Wayne. 
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Connecticut Experiment 
Continued 


Figures of Results in Norwalk and 
Bridgeport With Five-Cent 
Fare Are Tabulated 


Although the ninety-day period 
allowed by the Public Utilities Com- 
mission at Hartford, Conn., for the 
5-cent fare experiment on the lines of 
the Connecticut Company in Norwalk 
expired on Feb. 6 and the same period 
allowed for the Bridgeport division ex- 
pired on Feb. 20, the experiment will 
probably be continued throughout the 
month, at least, according to a state- 
ment of Chairman Higgins, of the 
Public Utilities Commission. It is also 
probable that the decisions of the com- 
mission regulating fares on both divi- 
sions will be handed down at the same 
time, according to Chairman Higgins. 
At the time the experiments were 
started the Public Utilities Commission 
reserved the right to continue them 
beyond the three months period if it 
saw fit. 


Bridgeport 

Receipts. Decrease. 
INOV: GG Tiga s tae te% 5) os $32,799.69 $6,461.89 
Deg We Salad aii theirs idee 34,156.29 5,105.29 
Des 10 ks iste oxen d cova 34,829.31 4,432.27 
Dec, LEAS he le 36,177.36 3,084.22 
Dee. 24 38,747.98 513.60 
Deen ot Ae eeaes for aris > 36,121.18 3,140.40 
Bs MO ee yy he 36,666.43 2,595.15 
Jan. 14 37,028.87 2,232.71 
DVIS AA ii tebe aol vine hays? 92 36,376.72 2,884.86 
DAT peo ete withy.. San? ws 36,146.43 3,115.15 
We th pie tn his eos 35,480.43 3,781.15 
RED, Thema Gas «of iays 8 « 35,110.52 4,151.06 
Hebd Sie pee, Ser se ek 35,445.85 3,815.73 

Norwalk 

Receipts. Increase 
INOW OR may aslo ce. $5,179.47 $408.77 
NOV \ 26 in oes ils, out 4,857.88 730.86 
BCE) Sheer tree ag MAR n'y 5,088.84 499.40 
Dec. 10 . 5,824.36 263.88 
Dec. 17 H 71.14 
Dec. 24 ; 378.06 
Dee. 31 : 355.50 
Jane f 5,487.82 100.42 
Fi 0g OE ge te ene ae 5,729.68 131.44 
GAR eae ei a anes. 5,749.41 161.17 
UR OE REE ee Dia ss oc 5,667.94 79.70 
Peb. biernae ys chen, > k,> 5,715.04 126.80 
YS od Me oe nie oie ORea 5,706.4 £13.19 
Ble Dt Rah Bec 9s! «35! 675.16 86.92 


According to the order and ruling 
of the commission the Connecticut 
Company has reported weekly on the 
results of the operating receipts. For 
the purpose of comparison the company 
gave the figures and receipts for the 
week preceding the date on which the 
order for the test went into effect in 
its report to the commission. Whether 
the system will be continued in the 
two cities after the expiration of the 
trial test is a matter that is entirely 
up to the Connecticut Public Utilities 
Commission to decide. Starting on 
March 1 a new schedule of fares on 
all lines of the Connecticut Company 
other than these two will go into effect, 


_ three rides for a quarter or a reduction 


of fare of 16 per cent. 

A decrease in receipts is shown in 
every week of the test up to the present 
time from the Bridgeport lines. The 
amount of decrease ran from $514 in 


the week of Dec. 24, when the receipts. 
-were materially increased by holiday 


travel, to $6,462 during the week of 
Nov. 26. There was a greater fluctua- 
tion in the income from the fares in 
Norwalk. On the lines in that city 
there was a decrease shown in the 
receipts for six weeks and an inciease 
in each week for eight weeks. The 
figures for each week in Bridgeport 
and Norwalk so far as they have been 
reported are shown in the accompany- 
ing table. ¢ 


Agreement in Sight Between City 
and Railway 


With a view to giving the Hamilton 
(Ont.) Street Railway the financial hhelp 
it needs, members of the Civic Street 
Railway Committee recently recom- 
mended that an agreement between city 
and railway be arranged whereby the 
company is authorized to charge a 
straight 5-cent fare for the remainder of 
1922 and thereafter, at the wish of the 
City Council providing it gives an ade- 
quate service and makes necessary re- 
pairs to roadway. E. P. Coleman, gen- 
eral manager of the property, stated 
that if a permanent agreement were 
reached and assurance was given that 
a 5-cent fare would remain in force 
then the company would guarantee to 
make all necessary repairs. 


Lynchburg Company Permitted 
to Charge 6-Cent Fare on 
~ JYnterurban Lines 


A 6-cent fare on interurban lines of 
the Lynchburg Traction & Light Com- 
pany, Lynchburg, Va., was ordered by 
the State Corporation Commission on 
Feb. 16. The fare was formerly 5 cents. 

The commission stated that the 
financial troubles of the company, which 
conducts a general lighting and gas 
business in addition to its electric rail- 
way service, were due to the railway 
operations. Figures upon which the 
commission bases its decision show 
that in this department the return in 
1919 was 6.09 per cent, but that this 
fell in 1920 to 3.54 per cent and in 1921 
to 18-100 of one per cent. 

Following previous utility decisions 
the commission refused to grant such 
an. increase in rates in the electric and 
gas service departments that the deficit 
in the railway department would be 
taken care of. Electric rates for light- 
ing on the overhead system were ad- 
vanced from 8 to 9 cents per kw.-hr. 
for the first 100 hours. Fractional in- 
creases were granted in rates for power. 
The gas rate permitted to be charged 
by the company was increased in 
August, 1921, by 30 cents per 1,000 cu.ft. 

The traction company petitioned the 
commission for an 8-cent fare outside 
the city limits of Lynchburg, after the 
City Council had refused the company 
a 6-cent fare on its city lines. The 
commission, in August, continued the 
interurban 5-cent fare for six months, 
and the present ruling follows the trial 
period. The commission stated that a 
6-cent fare should prevail on all the 
lines of the system, 


Tri-City Wants Monthly Ticket 


The Tri-City Railway of Iowa, 
Davenport, has asked for the monthly 
ticket system in Davenport. This fol- 
lowed after the motion of the company 
that the present fare injunction be 
dissolved was denied. The injunction 
order was issued in May, 1920, but 
under a modification the company was 
allowed to charge a 9-cent cash fare for 
adults, or 35 cents for four tickets. In 
June, 1921, the trolley company volun- 
tarily reduced the fare to 8 cents 
straight. 

The effect of the court’s refusing to 
dissolve the injunction is to continue 
the present rate until the legality of 
the city ordinance is settled. This 
ordinance fixes the railway fare. Judge 
A. J. House of the Seott County Dis- 
trict Court stated that the case involved 
the legal question of the power given 
to the cities by the Legislature to 
enter into contracts for fixing rates. 

The ticket system which the com- 
pany asked for is in effect in parts of 
Illinois, on the other side of the river 
from Davenport. In its motion asking 
for the adoption of the ticket system, 
the company asked for the following: 

For passengers more than twelve years 
of age, the fare shall be 83 cents if paid 
for by the use of tickets or tokens sold at 
the rate of four for 25 cents. 

Fares may also be fixed at the rate of 
5 cents for each cash fare if the passenger 
holds a monthly identification card costing 
50 cents, good only for fares paid during 
the month for which the card is issued. 

For those passengers who do not have 
tickets or tokens and who are not holders 
of the monthly identification cards, the com- 
pany is authorized to charge 13 cents over 
and above the ticket fare of 8% cents for 
each cash fare, making a total of 10 cents 
for such fares. 

Children from five to twelve years will 
be charged a fare of 4 cents, while all chil- 
dren under five years may ride free if ac- 
companied by parent or guardian. 


Transfers will be issued according to the 
existing rules. 


Muskegon Ruling to Be Tested 


A friendly action has been started 
to test the authority of the city com- 
mission of Muskegon, Mich., in order- 
ing the discontinuing of the bus lines 
between Muskegon and Muskegon 
Heights in accordance with the special 
election held on Dec. 15. The police 
have arrested George Tarr, an owner of 
a Muskegon Heights bus. Under the 
plan one witness will be sworn and 
Mr. Tarr will be found guilty. A fine 
or jail sentence will be given and 
Mr. Tarr will go to jail. Then the 
attorney for the bus owners will go 
into the circuit court and ask for a writ 
of habeas corpus to obtain the release 
of the defendant. The question will 
then be tried out in the circuit court on 
its merits and it is planned to take the 
issue to the Supreme Court. 

Since the action of the City Commis- 
sion in ordering the buses’ to discon- 
tinue operation went into effect, there 
has been some discussion as to the 
validity of the city ordinance. The 
bus owners decided to take action. 

It will be the first test made in the 
State in this regard and it is considered 
important. The city will base its 
claims on the decision of the United 
States Supreme Court and state courts. 
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Negotiations Suspended Tempo- 
rarily for Operating Frank- 
ford Elevated 


In the face of another demand from 
Mayor Moore of Philadelphia, Pa., for 
legislation to enable the city to operate 
the Frankford elevated, members of 
City Council clearly indicated on Feb. 
16 that it was their intention to make 
terms with the Philadelphia Rapid 
Transit Company on the basis of the 
company’s last offer, if Thomas E. 
Mitten remains in control of the 
property. 

A message from the Mayor asking 
for the necessary legislation was re- 
ferred to the committee of the whole 
at the session of Council. In the dis- 
cussion that followed it was stated that 
the stock battle now going on between 
five directors and Mr. Mitten for con- 
trol of the company had forced a tem- 
porary suspension of negotiations over 
the Frankford line. 

Councilman Weglein upon being asked 
to explain the present status of the 
negotiations said that any hope of get- 
ting an immediate return of 5 per cent 
on the city’s investment from the 
P. R. T. was a “will-o’-the-wisp and a 
mirage.” 

He is quoted as follows: 


Negotiations had reached the _ stage 
where a guarantee had been given of 
through service from Frankford to Sixty- 
ninth Street with free transfers and a 
7-cent fare. The only point to be de- 
termined was the amount to be paid the 
city. A counter proposition to that of- 
fered by the P. R. T. was made, calling 
for a payment of 1 per cent to the city 
the first year and an increase of 1 per 
cent a year until 5 per cent was reached. 

Negotiations are now dormant because 
of the internal battle for control of the 
company. JI do not know anything of the 
merits of that controversy. The Mayor 
seems to have taken one side, Colonel Pot- 
ter the other, and Mr. Trigg, the other city 
director, is neutral. 

We will know after March 15 with 
whom we have to deal. In the meantime 
I see no advantage to be gained in provid- 
ing for an extension on Market street for 
a single orphan line. I believe the people 
want this. line operated as part of the 
Philadelphia Rapid Transit unified system. 


Government Won’t Back 
Radials 


The Government of Ontario, if reports 
of the recent caucus are correct, pro- 
poses to wash its hands entirely of 
hydro-radial affairs. The authority for 
this statement is the Toronto Globe. 
That paper says the Government of 
Ontario will not guarantee bonds issued 
by municipalities, or unions of munic- 
inalities, for the acquisition or construc- 
tion of radial railways. It will not 
hereafter provide money to be spent on 
the preparation by the Hydro-electric 
Commission of reports upon hydro- 
radial projects. It will not prevent 
the municipalities which launch hydro- 
radial projects at their own risk from 
asking Sir Adam Beck or any other 
person who is a member of the Pro- 
vincial Hydro-electric Commission from 
acting as Commissioners in the man- 
agement of municipally owned Radials, 
but -they must do so as the appointees 
of the municipalities, and not -of-the 
Government of Ontario.» The Globe 
said: 


If the proposed legislation, when intro- 
duced, sets aside existing statutes regarding 
hydro-radials to the extent indicated, it will 
render necessary a very radical change in 
the organization built up during recent 
years under the Hydro-electric Commission 
to stimulate the use of electric energy in 
Ontario. 


Electrification May Follow 
Shoals Development 


W. A. Mapother, president of the 
Louisville & Nashville Railroad, wants 
to see Muscle Shoals developed as a 
power site. He said so very plainly a 
few days ago in addressing the members 
of the Chamber of Commerce at Bir- 
mingham, Ala. 

Anything that is good for the South 
is good for his road, said Mr. Mapother, 
despite the fact that the report had 
gained circulation that the Louisville 
& Nashville Railroad feared the loss of 
haulage of coal that development of 
the power site might entail through re- 
ducing coal consumption. 

Mr. Mapother is quoted as follows: 

If Mr. Ford should have a surplus of 
water power after serving his own plants 
at Muscle Shoals, the Louisville & Nashville 
would like to make trial of electricity in 
railroad .operation. The branch from Shef- 
field to Columbia would be ideal for it. 
We might try it as far as Nashville. On 
the Sheffield branch we have steep grades 
that permit a heavy locomotive to haul 
small loads only. It would be .a splendid 
opportunity there to try out electricity in 


the operation of railroad trains over difficult 
grades. 


North Shore Line Seeks 
Private Right-of-Way 


The Chicago, North Shore & Milwau- 
kee Railroad has petitioned the Illinois 
Commerce Commission for a certificate 
of cenvenience and necessity to con- 
struct tracks on a new private right-of- 
way through Wi mette, Illinois. After 
leaving the private right-of-way of the 
elevated lines throuzh Evanston, the 
cars of the North Shore line operate 
through the village of Wilmette, which 
is the second suburb north of Chicago, 
on the streets. 

This short stretch of track of the rail- 
road, subject to the regulations of the 
village, has been a source of many re- 
strictions upon the railroad operations. 
The new right-of-way has already been 
largely negotiated. Opposition to the 
petition developed at the first hearing 
and the case was continued until March 
Ly 


“Try Old-Time Courtesy” 


Signs bearing these words have been 
attached to the front of all cars op- 
erated by the South Covington & Cin- 
cinnati (Ohio) Traction Company. The 
company management is seeking to 
encourage courtesy as the watchword 
among the throngs which assemble in 
the Dixie Terminal during the rush 
hours. 

The latest issue of “Green Line 
Topics,” a bulletin issued weekly to the 
patrons of the traction line, contained 
the following suggestion: 

Let’s adopt the suggestion of a Green 
Line patron and get back to old-fashioned 
courtesy by letting women passengers 


board cars first, just the same as you would 
do with a member of your own family. 


Endeavors to Ascertain Rights 
for Regulating Utilities 


Since the recent increase in passenger 
rates on the Pacific Electric Railway’s 
Lines, as granted by the California 
State Railroad Commission, the Los 
Angeles Board of Public Utilities has 
always been governed by the “gentle- 
men’s agreement’? under which the 
State Railroad Commission and the 
Board have worked together in the 
regulation of the service rendered in 
Los Angeles by the telephone, street. 
railways, gas and other public utility 
corporations. 

Commissioner Kennedy of the Board 
in. endeavoring to sweep aside this. 
agreement contends that the city under 
its charter has supreme power to regu- 
late the service rendered by the public 
utilities inside of the city, and that the 
State Railroad Commission has juris- 
diction only over the matter of the rates. 
to be charged. The resolution of Com- 
missioner Kennedy, which was unani- 


- mously adopted by the Board, is as fol- 


lows: 


Whereas, the Supreme Court of the State 
of California has held that the California 
State Railroad Commission has jurisdic- 
tion in the matter of fixing rates; and, 

Whereas, the city of Los Angeles, in 
the opinion of the Board of Public Utili- 
ties, has jurisdiction over all matters of 
service rendered by the public utilities, 
other than the fixing of rates; and, 

Whereas, we believe grave danger may 
come to the city of Los Angeles through 
either loss of powers or disuse of powers 
which our City Charter prescribes, 

Therefore, be it resolved, by the Board 
of Public Utilities of the city of Los An- 
geles that the interests of the city of Los 
Angeles are best served by contesting all 
exercise of jurisdiction in the city of Los 
Angeles by the Honorable California Rail- 
road Commission other than the fixing of 
rates, 

Therefore, be it further resolved, that 
the Honorable Mayor of the city of Los 
Angeles be and is hereby requested to con- 
fer with the City Attorney and determine 
uvon a policy which will clearly define the 
rights of the city under our charter, and 
settle for all time the question of jurisdic- 
tion and the control within the city of cor- 
porate interests. 


Another Five-Cent Champion 


Senator William E. Martin of Buffalo, 
is sponsor for the so-called 5-cent fare 
bill in the upper house of the New 
York Legislature. 
Senator Martin declares that sentiment 
for a 5-cent fare is sweeping the State 
Senator Martin said recently: 


The 5-cent fare bill will be passed if the 
people of the State will give it their sup 
port. No legislator dare defy public demand 
and opinion. I urge voters to write to 
their representatives and demand that they 
support this measure. 

From all parts of the State I am_ receiving 
letters complaining against the hardships. 
of 7, 8 and 10-cent fares and asking me 
not to let up’in the fight. I have been 
approached by agents for traction companies 
and asked if I was in earnest with this 
measure. I think that I have made my 
stand clear to these gentlemen. > 

I shall insist that my bill be reported 
from committee. I know. there are scores 
of legislators whose hearts are in their 
mouths for fear the bill will be reported 
and that they will be put on record. ‘To 
put them on record is just what I shall 
seek to do. : 


Boston’s Mayor Plans for 5-Cent 
Fare——Mayor Curley, Boston, Mass., is 


now planning his ¢dmipaign for 4 5-cent_ 


fare. He has held several conferences 


with other city officials on the subject. 


of the best way to proceed.’ 


In a_ statement’ 


a 


er a 1s, 
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Requires Railway to Reduce Fares 


The City Council of Little Rock, Ark. 
has passed an ordinance requiring the 
Little Rock Railway & Electric Com- 
pany to reduce its fares from 6 cents 
to 5 cents. The ordinance is to become 
effective on March 15. The measure 
repeals the ordinance passed eighteen 
months ago granting the company the 
right to charge a 6-cent fare for one 
year. The reason given for the passage 


of the ordinance is that the year has 


expired during which time the company 
was given the right to charge 1 cent 
extra for each fare, due to increased 
costs of operating. By a City Council 
ordinance the legal fare for the city of 


Little Rock is 5 cents, it is said. 


C. E. Smith, an engineer of St. Louis, 
filed a report with City Attorney Clif- 
ford on an appraisal of the property of 
the Little Rock Railway & Electric Com- 
pany. He was employed by the city to 
prepare the report so that the report 
could be used by the city in fighting 
the company’s request for a 7-cent fare. 
The City Attorney last year refused 
the request of the railway for a 7-cent 
fare. The company then filed suit ask- 
ing an injunction prohibiting the city 
from interfering with the collection of 
the fare. Hearing on the case was de- 
layed pending completion of the report 
of Mr. Smith. 

D. H. Cantrel, president, states that 
unless certain radical changes are made 
in the franchise of the company, the 
company will be forced to cease opera- 
tions. The clauses of the franchise to 
which he objects require the company 
to do considerable paving, costing in 
the neighborhood of $550,000, it is said, 
and also require a system of free trans- 
fers, the sale of tickets to school chil- 
dren at half fare, furnishing free trans- 
portation to city employees, and paying 
to the city a certain per cent of gross 
receipts for the first 50 years of its 
existence. é p 

The 1921 session of the Arkansas leg- 
islature abolishing the Arkansas Corpo- 
ration Commission gave jurisdiction in 
intra-city rate matters to the cities 
themselves, hence the order of the 
Corporation Commission fixing the fares 
of the company at 6-cents is subject 
to repeal by the Council, it is said. 


Testimony Heard in Chicago Fare 
Reduction Case 


Testimony on cost of living was in- 
troduced by the city before the Illinois 
Commerce Commission during the week 
ended Feb. 18 to show why the rate of 
fare should be lowered on the Chicago 
Surface Lines. Officials of large indus- 
trial concerns and department stores 
stated that prices of their products had 
been decreased in the last two years. 
Some evidence was also given to the 
effect that labor is cheaper and more 
efficient at the present time. 

Evidently fearing a political reaction, 
the city’s lawyers carefully refrained 
from suggesting that wages of em- 
ployees of the surface lines should be 
reduced. d 


Representatives of the trainmen’s 
union were present during the hearings 
and said they would want to cross- 
examine witnesses later. 

Another part of the session was de- 
voted to testimony concerning cost of 
money and rates of interest, the city 
seeking to show that the present re- 
turn of 7% per cent allowed the surface 
lines is excessive. Attorneys for the 
companies showed by cross-examination 
that high grade utility securities are 
getting fairly high returns. 

At a meeting held on Feb. 17 the 
City Council directed the local trans- 
portation committee to report at the 
next meeting on the possibility of get- 
ting a start on subway construction in 
the near future. 


Hearing Scheduled on Lower Fares.— 
Hearings are taking place in Chicago 
before the Illinois Commerce Commis- 
sion on the petition of the City of Rock- 
ford for lower fares on the lines of the 
Rockford City Traction Company. The 
railway is opposing the proposition 
whereas the city is of the opinion that 
the figures of railway operation for 
1921 are evidence why the fares should 
be decreased. 

Testimony Ended in Duluth Case.— 
The Minnesota Railroad & Warehouse 
Commission has concluded the taking 
of testimony in the case of the Duluth 
Street Railway, which is asking for in- 
creased fares in Duluth. Arguments in 
the case will be heard by the commis- 
sion Feb. 28, but a decision is not to 
be expected before May, it was stated. 
The hearing covered the valuation of 
the company, the rate of return and 
the form in which that rate is to be 
secured, 


Will Hear Fare Petition—The Public 
Utilities Commission of Connecticut will 
hold a hearing at the State Capital on 
Feb. 23 on the petition of the city of 
New Britain to require the Connecticut 
Company to reduce fares in that city 
from 10 cents to 6 cents without trans- 
fers. The petition states that the 
10-cent fare is “discriminatory and 
more than just, reasonable and ade- 
quate to provide properly for the public 
convenience, necessity and welfare.” 

Seven-Cent Fare Ordered in Johns- 
town.—A universal 7-cent cash fare for 
the Johnstown (Pa.) Traction Company 
has been ordered by the Public Service 
Commission. This abolishes the special 
ticket rate of four tickets for 25 cents. 
The company asked that the 7-cent 
cash fare be raised to 8 cents and that 
it be allowed to charge 30 cents, instead 
of 25 cents for four tickets. The order 
is dated March 1, 1921, and has just 
been published. 

Indianapolis Deserts Skip-Stop.—The 
skip-stop system on the lines of the 


Indianapolis Street Railway has been 
abandoned. The system was started 
two weeks ago on order of the Mayor, 
but was never popular. The company 
had nearly completed the marking of its 
poles along the streets, showing where 
the cars stopped under tthe skip-stop 
plan. The plan of loading and unload- 
ing passengers in the middle of blocks 
in the downtown district was ordered 
at the same time as the skip-stop plan, 
but was abandoned after having been 
in service a few days. 


Cut in Fares Announced.—The New 
Jersey & Pennsylvania Traction Com- 
pany, Trenton, N. J., announces a cut 
in passenger and freight rates between 
Trenton and the various towns it 
covers in Bucks County, Pennsylvania. 
The fare on the Morrisville division 
has been 7 cents when tickets were pur- 
chased at the rate of five for 35 cents. 
Under the new rate five tickets will be 
sold for 30 cents; on the Lambertville 
division, covering 18 miles four tickets 
for $2. On the Yardly, Newtown and 
the Bristol-Doylestown divisions six 
tickets are sold for 50 cents. The new 
rates will go into effect on March 15. 


Higher Rates Suspended for Hearing. 
—The Mobile Light & Railroad Com- 
pany, Mobile, Ala., must defer putting 
into effect its 8-cent cash fare with a 
2-cent transfer charge. The commis- 
sion issued an order recently suspend- 
ing this proposal of the company for a 
hearing on March 15. The company’s 
proposed increases, which weré sought 
to become effective on April 15, allowed 
an increase of one cent in the regular 
fare with the privilege of buying seven 
tickets for 35 cents. School tickets 
would be offered at the rate of forty 
for $2 and fifty for $2.50. 

Ask That One-Man Cars Be Abol- 
ished——At a hearing before the elec- 
tric railway committee of the Massa- 
chusetts Legislature, three legislators 
asked that one-man cars be abol- 
ished. -It was alleged that the number 
of accidents on one-man cars was too 
high to permit their continued use. The 
committee is conducting hearings on 
several bills which would require two 
employees on each car. Homer Loring, 
chairman of the public trustees of the 
Eastern Massachusetts Railway, said 
that enforcement by the state of the 
provisions of the bill would force 300 
miles of trolley to be abandoned in the 
state. 


One-Man Car in Downtown Boston.— 
Boston (Mass.) Elevated Railway is 
now operating a one-man car in the 
business district of Boston between 
Franklin and Wiashington Streets and 
Rowes Wharf. It is designed to serve 
the business people who come to the city 
by the Boston, Revere Beach and Lynn 
Railroad and who cannot reach the busi- 
ness district except by an involved route 
and a 10-cent fare. The fare between 
Rowes Wharf and Franklin Street is 
5 cents. Transfer privilege may be 
had for an additional 5-cent fare, which 
also includes service beyond Franklin 
Street. No other one-man car is op- 
erated in the downtown district. 
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F. D. Burpee Elected Director 


Manager of Ottawa Electric Railway 
Has United Support of City 
and Company 


To F. D. Burpee, who, as manager of 
the Ottawa (Ont.) Electric Railway, 
has had much in the way of electric 
railway honors, more was_ recently 
given when he was elected a director 
of the Ottawa Traction Company, Ltd. 
This new mark of appreciation brought 
forth enthusiastic newspaper comment 
which showed that Mr. Burpee is one 
of the first in the hearts of his towns- 
men. 

His election as a director is an ac- 
knowledgment of his brilliantly suc- 
cessful work in connection with the 
vote on municipal purchase of the rail- 
way. To him chiefly is attributed the 
creation of a favorable public attitude 
toward the utility company so that at 
the plebiscite in Ottawa on Jan. 3 
municipal ownership was rejected by a 
vote of 8,430 to 6,003. The vote for 
the extension of the franchise stood 
8,415 in favor of it to 6,070 against it. 
The company therefore stands four 
square in its position with the general 
public. 

Mr. Burpee’s method is one easily 
stated, but hard to follow consistently. 
His rule is that of the old wag who 
advised his friend to do unto others, but 
to do it first. This, being interpreted 
into terms of electric railway manag- 
ing, means that Mr. Burpee manages 
the utility as he would wish it to be 
managed were he the public. 

Needless to say he has been success- 
ful and popular as a traction executive, 
for he has persistently spread this 
doctrine throughout the company. Not 
only has his own organization been 
aware of Mr. Burpee’s success, but the 
Ottawa Journal, expressing the public 
attitude in an editorial on Feb. 8, 
spoke of him as follows: 

Mr. Burpee kept up the service in face of 
difficulties and cemented the good will of the 
people. He also discussed the problems of 
the future in a way that was considered 
fair and reasonable. . So successful 
has he been that the Journal hoped before 
the plebiscite was voted on that should the 
city take over the street railway he would 
be retained as commissioner to assist in 
running it for the city. 

Could any one, after that, doubt that 
Mr. Burpee has entrenched himself 
firmly in Ottawa? 

Mr. Burpee’s railway experience has 
been very largely with the Ottawa Elec- 
tric company. From 1891 to 1893 he 
served with the Canadian Pacific Rail- 
way, but since then has been in the em- 
ploy of the Ottawa Electric Railway. 
Within five years he was made assistant 
to the superintendent and secretary- 
treasurer and in 1912 he succeeded Col. 
J. E. Hutcheson as_ superintendent. 
After the war, during which, as major, 
he constructed narrow and _ standard 
gage railways on the British front, he 


continued his work as superintendent. 
Since 1920 he has been general man- 
ager. 


Louisville Employee Is Director 


Another milestone in electric railway 
history was erected when the Louisville 
(Ky.) Railway on Feb. 8 held an elec- 
tion at which employees of the company 
balloted on one of their number to 
serve as a member of the board of 
directors: Damion L. Kehl, clerk in the 
construction department, received 481 
of the total of 1,106 ballots cast. Ap- 
proximately 1,250 votes were possible. 

The polls were open from 1 to 7 p.m. 
Voting places were established in 
twenty-three locations on the company’s 
property, and a committee acted as 
teller at each voting place. The sealed 
ballot boxes were turned over to F. H. 


— 


D. L. KEHL 


Miller, vice-president of the company 
and chairman of the election committee, 
and L. H. Broadus, secretary of the Co- 
operative Association, who were tellers. 

The six candidates for the post of 
director were members of the general 
committee of the Co-operative Welfare 
Association. Those competing for the 
post, besides Mr. Kehl, were John Peters, 
conductor; Chester Diersing, clerk in 
the cashier’s department; George 
Brockers, member of the shops force, 
Gus Schmitt, conductor, and J. E. Bur- 
don, of the motive power department. 

Election is for a period of one year. 
Mr. Kehl attended his first directors’ 
meeting Feb.'5. 

Mr. Kehl has been, with the com- 
pany for more than five years, all of 
this time in the construction depart- 
ment. Mr. Kehl’s previous work has 
been with newspapers. He became a 
reporter for. a paper in Connersville, 
TInd., his home, and in the following 
year was made city editor. This posi- 
tion he filled competently for six years, 
when he joined the reportorial staff of 
the Commercial Tribune, Cincinnati, 
Ohio. Mr. Kehl was a machinist before 
he became a reporter. 
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Employees of the company have ex- 
pressed satisfaction with the election. 
In Mr. Kehl they feel that they have 
a man who will represent their interests 
capably and who will be able to judge 
what is to the advantage of company 
and employees alike. 


H. C. Couch Heads Two 
Companies 


Scores Financial Success for Pine Bluff 
Organizations During Period of 
Depression 


The extensive ramifications which the 


Pine Bluff. Company and the Arkansas 
Light & Power Company, Pine Bluff, 
Ark., are attaining under the presidency 
of H. C. Couch call attention once more 
to the fact that Mr. Couch has achieved 
remarkable success as a utility head. An 
added testimonial is his recent election 
as president of the Pine Bluff Chamber 
of Commerce. 

With $100, Mr. Couch approached the 
utility field as a capitalist. His courage 


was of course disproportionate to the 


amount of money at his command, but 
with the two he organized a telephone 
company at Bienville, La., and thus 
realized a dream of days when he had 
been a railway mail clerk and had 
watched long distance telephone lines 
being stretched across the country. 
Eight years after the formation of his 
Bienville project, Mr. Couch sold the 
telephone company for the sum of 
$1,500,000 to the Southwestern Bell 
Telephone Company. ° 

Then the light and power game lured 

the utility adventurer. Speaking of it, 
he says: “I felt that the biggest oppor- 
tunities come in building up rather than 
in tearing down, and that opportunity 
comes quickest when you are out looking 
for it. The electric light and power 
game seemed to offer just what I was 
looking for. I started first with forces 
in Malvern, then Arkadelphia, Camden, 
and Magnolia, all in Arkansas, and 
organized them into a company in the 
year 1914.” 
' At present the big central station in 
Pine Bluff is the center from which 
power is furnished to a score or more 
of towns and industries in various sec- 
tions of the state. Power is furnished 
also to the residents of the rice farming 
district. 

The electric railway in Pine Bluff has 
been built up until it is a paying pro- 
position. Most of the success of the 
two companies headed by Mr. Couch has 
been achieved in years of war and in- 
dustrial depression. Every financial 
difficulty has been tided over, and divi- 
dends are being paid regularly. The 
company charges a seven-cent fare, and 
gives pleasing service to the people. It 
operates one-man cars. 

One of Mr. Couch’s hobbies is the 
wireless telephone. He has experi- 
mented with this new commercial con- 
venience and has just recently had an 
outfit of this kind installed at the Pine 
Bluff office. 

During the war he acted as state fuel 
administrator, for Arkansas. 
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Philip Seabury Smith, electrical engi- 


|neer and, until Feb. 1, chief of the 


Latin-American Division of the Bureau 


_of Foreign and Domestic Commerce of 
| the United States, has joined the staff 


of Ingenieria Internacional, a McGraw- 
as associate editor. 
Mr. Smith has had extensive ex- 
perience, not only in the United States 
but in South America. As associate 
editor of Ingenieria Internacional Mr. 
Smith will aid in developing a better 
understanding in the Latin-American 
countries of American Engineering 
methods. 


S$. L. Vaughan, traffic manager 
of the Grand Rapids, Grand Haven & 
Muskegon Railway, Grand Rapids, Mich., 
was elected a vice-president of the com- 
pany at the last meeting of the board 
of directors. Mr. Vaughan will act as 
general manager of the company dur- 


| ing the absence of M. K. Morley, presi- 


dent, who is leaving soon for an ex- 


i tended trip. 


‘ John T. Darrison, Lockport, N. Y., 
former treasurer of the Buffalo & Lock- 
port Railway, now known as the Lock- 
port division of the International Rail- 


way, Buffalo, died on Feb. 5. He was 
sixty-six years old. At one time he was 
Mayor of Lockport and then Assembly- 
man from a Niagara County district. 
He was vice-president of the Farmers 
& Mechanics Savings Bank, Lockport. 


Sylvester T. Everett, one of the coun- 
try’s pioneers. in the promotion and 
construction of electric railway lines 
in the United States, died at his home 
in Cleveland, Ohio, recently, at the age 
of eighty-three. Mr. Everett built in 
Akron one of the first successful elec- 
tric railway lines in the world. His 
brother, the late Henry A. Everett, 
was one of the organizers of the 
Northern Ohio Traction & Light Com- 
pany, which now operates the system 
in Akron and also an extensive inter- 
urban state system. When Senator 
Marcus A..Hanna controlled the Cleve- 
land City Railway, Mr. Everett was a 
director. He also promoted a railway 
system in Erie, Pa., and was instru- 
mental also in building several exten- 
sive steam roads. Since 1877 Mr. 
Everett had been conspicuous as a finan- 
cier, founding a number of Cleveland 
banks. His political activities were 
equally noted. In 1888 Mr. Everett 
was a presidential elector, and as 
a delegate to the St. Louis Conven- 
tion he assisted in the nomination of 
his friend, William McKinley, for 
President of the United States. Mr. 
Everett was a charter member of 
Cleveland’s Union Club. Among his 
friends he numbered Presidents Lincoln, 
Garfield and McKinley and Chauncey 
M. Depew, Andrew Carnegie and the 
late J. P. Morgan. 
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Manufactures and the Markets 


DISCUSSIONS OF MARKET AND TRADE CONDITIONS FOR THE 
MANUFACTURER, SALESMAN AND PURCHASING AGENT 


OLLI NG STOCK PURCHASES 


BUSINESS ANNOUNCEMENTS 


New Engineering Corporation 
Formed 

William McClellan, Peter Junkers- 
feld and Horace T. Campion have 
formed a new firm for engineering and 
construction work. Offices are tem- 
porarily at 141 Broadway, New York 
City. The new organization will 
specialize in power plants, transmission 
systems, water powers, electrification 
of railroads, and general industrial and 
utility engineering and construction. 
Mr. McClellan gained his early expe- 
rience as engineer in charge of con- 
struction with the Philadelphia Rapid 
Transit Co. For several years he was 
a managing engineer with Westing- 
house, Church, Kerr & Company, par- 
ticipating in the Pennsylvania Terminal 
engineering and the construction and 
electrifying of the Rochester division 
of the Erie Railroad. 

Colonel Junkersfeld was associated 
with the Chicago Edison Company, and 
its successor, the Commonwealth 
Edison Company, from 1895 to 1919, 
and following this he was president of 
the Association of Edison Companies. 
In 1907 he entered the army and was 
engaged in the construction of canton- 
ments. Since the war he has been 
engineering manager for Stone & 
Webster. 

Mr. Campion’s early experience was 
gained through work with the Phila- 
delphia Rapid Transit Company, where 
he was assistant chief engineer in 
charge of the design and construction 
of carhouses, power houses, etc. 

Since 1903 he has been engaged in 
general construction work. 


Brooklyn Will Spend $1,500,000 
on Track 

The ‘budget of the surface lines 
in Brooklyn for 1922 includes an ap- 
proximation of $1,500,000 for track 
improvements. The order for rail has 
already been placed. It was obtained 
by the Bethlehem Steel Company, 
which will supply 5,000 tons. The 
type ordered is the 7-in. American 
Electric Railway Association standard 
grooved rail. The contract for ties 
has not yet been awarded. The engi- 
neers of the Brooklyn surface lines are 
also figuring on special work layouts’ 
for this year. The cost will be between 
$80,000 and $100,000. 


Big Increase Reported in Power 
Apparatus Sales 

The Westinghouse Electric & Manu- 
facturing Company, East Pittsburgh, 
Pa., announces a marked increase in 
the sale of large power apparatus in 
1922, with January sales of $1,500,000 
in turbine-generators and condensers. 
Some of the companies purchasing this 


apparatus were Pennsylvania Edison 
Company of Easton, Pa.; The Madison 
(Wis.) Gas & Electric Company; The 
North Carolina Light & Power Com- 
pany. 

Takata & Company, Japan, have or- 
dered another large turbine-generator 
for one of their new plants. 

Fifty steam auxiliary units were sold 
during the month for a wide range of 
applications, many of the purchasers 
bting industrial power plants. 


Swedish Electric Locomotives 
for France 


The Allmanna Svenska Elektriska 
Aktiebolaget has recently secured a 
contract from the French State Rail- 
ways for construction of thirty electric 
locomotives at the company’s works at 
Vasteras. 


Reorganization in Personnel of 
Curtain Supply Company 

Owing to the increase and expansion 
of the business of the Curtain Supply 
Company, Chicago, Ill., it has been 
found necessary to make a number of 
changes in the personnel. 

T. W. Holt, heretofore secretary and 
general manager, has been elected a 
vice-president of the company in charge 
of all operations of the company, with 
headquarters remaining in Chicago. 
Ross F. Hayes, heretofore eastern sales 
manager, with headquarters in New 
York City, has been advanced to the 
position of general sales manager in 
charge of the entire sales of the com- 
pany, with headquarters in Chicago. 
T. P. O’Brien has been appointed dis- 
trict sales manager in charge of the 
eastern sales, with headquarters at the 
New York office, 50 Church Street. 
Ralph Brown has been appointed dis- 
trict sales manager for the Western 
district, with headquarters in Chicago. 

The changes indicated have been due 
to the increased lines taken on by the 
company, as well as to the normal ex- 
pansion of the business. 


Metal, Coal and Material Prices 


Metals—New York Feb. 21, 1922 
Copper, electrolytic, cents per lb......... 12.875 
Copper wire base, cents perlb........... 14.625 
Lead, cents per (ied erie gel sane pieettiva ODE 4.70 
Zinc, cents per lb.. i 4.83 
Tin Straits, cents per yb.. 29.25 


Bituminous Coal, f.o-b. Mines 


Smokeless mine run, f.o.b. vessel, Hampton 
Roads, gross tons. . stn ae 
Somerset mine run, Boston, net tons I 
Pittsburgh, mine run, Pittsburgh, net tons 2. 
Franklin, Ill, sereenings, Chicago, net tons 2.00 
Central, TL, screenings, Chicago, net tons 1 
Kansas screenings, Kansas City, net tons 2 


Materiais 

Rubber-covered wire, N. Y. cents per lb.. 6.00 
Weatherproof wire base, N. Y., cents per Ib. 15.75 
Dessnk Chicano net prices, without bags.. 1.97 
Linseed oil,(5-bbl. lots), N. Y., cents per gal. 94.00 
White lead, (100-lb. keg), N.Y .,cents perlb. 12.25 
T»rpentine (bbl. lots). N.Y.. cents per gal. 90.00 


344 


ELECTRIC RAILWAY JOURNAL 


Vol. 59, No. 8 


Increased Demand for Fuses 


Most manufacturers of fuses report 
an increase in sales over six month ago 
with the prospect of a further increase 
in sales during the spring. The ma- 
jority of producers appear to be work- 
ing on a 10 per cent to 15 per cent bet- 
ter basis than that of last September, 
and one manufacturer reports doing 
double the business of six months ago. 

The increase in building construction 
is one of the principal causes of this 
improvement. Other factors in better- 
ing conditions have been an easier finan- 
cial market, greater confidence in prices, 
and absorption of overstock, permitting 
dealers and jobbers to order up to their 
requirements. Deliveries of raw ma- 
terials to manufacturers and of the 
finished product to jobbers and dealers 
were never better. 

Prices have been fairly well estab- 
lished since Jan. 1, though there are 
some who claim that the absence of 
price change is merely a lull between 
price wars. This view is not wide- 
spread. It is true that the fall of 1921 
saw as keen competition in this market 
as has been experienced in years, but 
there is little doubt now that manufac- 
turers and jobbers have about reached 
bottom and that it would be suicidal to 
go further on the price-cutting path. 
There may and probably will ‘be some 
adjustments still, but it will result from 
economy of manufacture or distribution 
and not from a desire to make sales 
without regard to profit or loss. It is 
the general opinion that sales are likely 
to remain at their present level for the 
next two months. After that the rise 
of the sales curve should be rapid and 
continuous. 


Ties Exported During 1921 

Commerce reports for Feb. 6, 1922, 
state that a total of 3,149,788 railway 
ties were exported during 1921. The 
principal markets were: Canada, 1,423,- 
$15; United Kingdom, 610,318; Mexico, 
350,000; Honduras, 222,828, Cuba, Peru 
and a few other countries took the 
balance. 


Commercial Engineering 
Conference Called 

A second public conference on com- 
mercial engineering is being called by 
the United States Commissioner of 
Education to be held May 1 and 2 at 
the Carnegie Institute of Technology 
in Pittsburgh, Pa. A committee on 
commercial engineering has been in 
existence for some time. It was ap- 
pointed by him to investigate business 
training of engineery and engineering 
training for students of business. The 
conference will consider the work of the 
commission and amplify it. The first 
conference was held in 1919. 

The present conference will deal with 
the new problems in modern industries 
including job analysis and personnel 
specifications and the translation of 
these into units which can be taught; 
the training of the engineers for treat- 
ing problems of community develop- 
ment, and for managing over-seas pro- 
jects. 


Track and nieaneey 


Philadelphia, Pa.—Sealed proposals . 


for block signals and interlocking for 
the Frankford Elevated Railway will 
be received at the Director’s office, De- 
partment of City Transit, until Jan. 31. 


Northwestern Ohio Railway & Power 
Company, Toledo, Ohio, is building a 
sidetrack to the American Cement 
Plaster Company plant, at Port Clinton. 
It is planned by the company to move 
much of its product over the electric 
line through Toledo. 

Mount Airy, N. C.—Preliminary plans 
were formulated recently for financing 
the construction of an electric railway 
from Sylvatus, Va., to Mount Airy. 
The line would be a standard gauge 
and fully equipped for heavy traffic. 
The route would be from Sylvatus via 
Hillsville and through Ward’s Gap. 


Oklahoma Railway, Oklahoma City, 


Okla., has proposed to build an inter-: 


urban line from Guthin to Stillwater. 
A survey is now being made. General 
Manager Shartel also includes in his 
plan for the extensions from Stillwater 
to Yale, Cushing and other places con- 
tingent upon these towns participating 
in the financing of the line. 


Houston (Tex.) Electric Company— 
will have its new tracks on Fannin 
Street completed by April 1, according 
to W. E. Wood, vice-president and 
general manager. The ‘service on 
Fannin Street will be given a trial of 
ninety days before the tracks on Main 
Street are removed, according to the 
agreement between the officials of the 
traction company and of the city. 


Power Pesnnes: Shois 
and Buildings 


Jamestown (N. Y.) Street Railway © 


will remodel the old Lyric Theater 
Building so as to be suitable for a 
terminal. 


Corpus Christi (Tex.) Railway & 
Light Company has purchased a 60-kw. 
steam turbine which is now being in- 
stalled in the plant in Corpus Christi. 
This plant was recently destroyed by 
fire, putting the street car lines and 
light and power system out of com- 
mission. The electric railway lines will 
not be operated until the new generator 
is installed; according to E. H. Eldridge, 
general manager. 

Southern Power Company, Charlotte, 
N. C. has closed a contract with S. 
Morgan Smith Company of York, Pa., 
involving water power construction 
amounting to $10,500,000. It was 
learned that the contract was closed 
Dec. 15, 1921. Carey A. Etnier, a rep- 
resentative of the S. Morgan Smith 
Company, negotiated the deal. The 
contract embraces the building of a dam 
which will cost $8,000,000 and a power 
house in North and South Carolina for 
the Watever Electric Company and the 
Great Falls Power Company, both of 


Charlotte, and subsidiaries of the 
Morgan Smith Company will supply — 
the turbines and other power and op- 
erating machinery, costing $1,250,000. 


Trade Notes 


Medart Patent Pulley Company, St. 
Louis, Mo. has changed its corporate 
name to The Medart Company. This — 
company handles everything in line 
shafting equipment. 

Wilson Welder & Metals Company, 
Inc., New York, N. Y., manufacturers 
of Are Welding Machines and Certi- — 
fied Welding Metals announces the ap- 
pointment of R. L. White as district 
manager in charge of Detroit Office, 809 
Kresge Building, Detroit, Mich. 

W. McK. White, Goshen, Ind., has been 
appointed western sales representative 
by the American Rattan & Reed Manu- 
facturing Company, of Brooklyn, N. Y. 
Mr. White will handle the sale of rat- 
tan products made by this company in 
conjunction with the products of the 
Columbia Machine Works & Malleable 
Iron Company. 

Rathbun Jones Engineering Company, 
Toledo, Ohio, has . appointed the 
Ingersoll-Rand Company, New York, 
general sales agent for Rathbun Gas 
Engines. 
and service department of the Ingersoll- 
Rand Company, combined with the fact 
that gas engines are used to drive com- 
pressors, pumps and other machinery 
which it manufactures, places it in a 
position to serve better the users of 
gas engines and other machinery. | 
Rathbun Gas Engines are of the verti- 
cal, multi-cylinder type and are built 
to operate on Natural, Illuminating, 
Producer, Coke Oven, Oil Still and other 
forms of gases which can be success- | 
fully handled in an internal combustion ~ 
engine. Sizes range from 100 brake © 


hp. to 1,450 brake hp. 
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New havebtishie Literature 


The Copper Clad Steel Company has 
issued two leaflets giving technical data 
and wire tabies on their signal wire 
and copper weld wire for series lighting 
circuits. 

The Esterline-Angus Company, Indi- 
anapolis, Ind., has issued Bulletin No. 
122 giving some suggestions in regard 
to a study of plant operation by the use 
of graphic recording instruments. 


The Bridgeport Brass Company, 
Bridgeport, Conn., has issued a folder in 
regard to its “Ledrite Brass Rod.” Ad- 
vantages claimed for this are less tool 
wear, greater production and less re- 
jections of finished parts. 


The Deschanel Engineering Corpora- 
tion, New York, has issued a bulletin 
describing its single line cableway for 
handling material. It is particularly 
applicable to the handling of coal, ashes, 
etc., between boiler rooms, cars and 
storage piles. 


The large sales organization — 


